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G. V.’s Have Proved Marvelously Economical 


In Mill-Yard Trucking 


Manufacturers who are confronted with the problem of economical mill- 
yard delivery will find G. V. Electric Trucks the logical solution. Be- 
cause of the simplicity of mechanical construction, G. V. Electrics are 
far more economical in operation and upkeep than gas trucks. 


G. V. Electric Trucks 


can make short hauls with many stops, without the use of power except while running, 
This is only one important economy of G. V.’s over gas trucks. There are others. We want 
to prove that G. V.’s will save you money by adding efficiency and cutting delivery costs. 
We want to give you the names of big manufacturers who have tried both gas and electrics . 
in mill-yard trucking, but finally standardize 21 on G. V.’s for economic hauling. Catalog No. 
104 upon request. 


We have the facts—-the result of 15 years’ specialization in the electric truck field. 
Write for these facts today. 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory: Long Island City, N. Y. 
NEW YORK CHICAGO BOSTON PHILADELPHIA 
Six Models: 1,000 to 10,000 pounds capacity. Dealers in unoccupied territory are 
invited to correspond. 
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Leading Com mercial and Traffic Organizations 


The National industrial Traffic League. 
Object.—Th ve object of this league is pall 
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fhe public and the state 

eouemhs wovamuiemas of the needs of 

the traffic world; to secure proper legis- 

lation where deemed necessary, and the 

modification of present laws where con- 

harmful to the free interchange 

of commerce; with the view to advance 

fair dealing and to promote, ‘conserve 

and portation in the commercial and trans- 

interests. 
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Officers 
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Director, Chicago. 

National League of Commission Merchants 
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TRAFFIC CLUBS. 


Baltimore Traffic Club. H. R. Lewis, 
Pres.; C. Kailer,; Secy. 

Birmingham. Traffic and Transportation 
Club. T. L. Hill, Pres.; J. W. Bryan, 


Secy. 
Brooklyn Traffic Club. E. C. Potter, Jr., 
Pres.; J. H. Branigan, Secy. 

Buffalo Transportation Club. J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 
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Minneapolis Traffic Club. L. H. Caswell, 
Pres.; J. E. Lindquist, Secy. 
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Pres.; Roy S. Busby, Secy. 

New England Traffic Club, Boston. W. 
P. Libby, Pres.; C. A. Anderson, Secy. 

New York Traffic Club. Thomas A. 
Gantt, Pres.; C. A. Swope, Secy. 

Omaha Traffic Club. C. D. Blaine, Pres.; 
B. J. Drummond, Secy. 

Peoria Transportation Club. T. A. Grier, 
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Rate Compilations? 
Tonnage Comparisons? 


Financial or Statistical 
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LET US SERVE YOU 


D. C. Hunter, 
man; 
BF. ey Secretary cae 7; Mine Club. «M. F. Doyle, Pittsburgh Traffic Club. 
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ment of traffic to or from Sterling and Club, W. H. Jenner, Pres.; F. F. Pep- Toledo’ Transportation Club. C. W. Eg- 
Lawrence Butldine: Sterling, IL Pherson, Pres.; R. L. myers, Secy. Pres.; Samuel E. Lux, Secy.-Treas. 
Personal Replies by Mail or Wire to 
4é se 12 sé “ce $10 00 “6 se 
Single Legal Inquiries $1.00 
r Write or Telegraph for Estimates. 
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Commercial Traffic Managers of Philadel- Pees “Traffic Club. Mark Ford, Pres.; Portland Transportation Club. W. C. 
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Transportation Club. Arthur 
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Interstate Commerce Litigation 
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ATTORNEY AT LAW 
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Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., 
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Walter E. McCornack 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Chicago 
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Suite 956 First National Bank Bldg., 
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Author of “INTERSTATE COMMERCE,” an 
authoritative legal treatise on the Federal regu- 
lation of interstate commerce and common carriers. 


Harry C. Barnes 
Commerce Attorney and Counselor 
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commerce. Practitioner before the Inter- 
state Commerce Commission. 
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More! More 


Packards have 


been bought for U. S. Army 


service than any other truck 


Over $2,250,000 worth of 
chainless Packards purchased in 
six months—that’s the out- 
come of the Government’s crit- 
ical study and tests of motor 
trucks on the Mexican border. 


Handling a grave emergency 
with keen business sense, the 
Army seized the chance to make 
decisive trials of motor hauling 
under campaign conditions. 


Hard-driven—over-loaded 
—plowing along at touring car 
speeds in sand and mud—the 
silent, worm-drive Packards 
proved equal to every demand. 


Ask the man 


Their power, economy and 
freedom from road _ troubles 
won them the hardest jobs— 
won also the Army’s confidence 
and approval. 

The first Government order 
was for 2?7—the fifth for 330. 


In all, re-orders now total 
3,650%. The largest number of 
motor trucks of any one make 
bought for U. S. Army use are 
dust-proof, chainless Packards. 

Let us show you how to stand- 
ardize your hauling and enlarge 
the operating zone of your busi- 
ness. Write Detroit—today. 


who owns one 
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Enlarge Your Sales 
Through Express Service 


“Express service enables us to put the latest styles on display quickly 
after their appearance in the centers of fashion .. .,”’ runs the adver- 
tisement of a Middle Western department store whose sales have 
been greatly increased through taking advantage of the promptness 
of the express. 


Dependable transportation ofttimes spells success for the retailer. If 
style plays a part in his business he needs quick transportation. 


And he can extend his long distance sales through the C. O. D. service 
of the express. Many merchants carry on an infinite number of sales 
transactions with small buyers—and they do this with little book- 
keeping, without risk and without extending credit. 


Can speed and the C. O. D. play a part in building up your sales? 


You owe it to yourself to study the possibilities of the. express as an 
enlarger of sales. The nearest Wells Fargo man will be glad to help you. 


Speed Safety — Low Rates : 


Wells Fargo & Co Express 
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IMPORTANCE OF APPOINTMENTS 


More important even than the choice of members 
of the new Shipping Board, provided for by recent 
legislation, would be the choice of a successor to 
one of these, should he be taken from the Interstate 
Commerce Commission.. The new Board is, to be, 
probably, a notable addition to the list of govern- 
ment regulating agencies, and, in addition, is 
charged with the duty. of upbuilding an American 
merchant marine. Able men should, therefore, be 
selected for its members. It would be especially 
desirable, under ordinary circumstances, if some 
present member of the Interstate Commerce Com- 
mission could be transferred to the new Board 
This, probably, could come about only if some 
member whose term is approaching its close, doub:- 
ful of reappointment to the Commission, would 
choose, rather than to take that chance, to take a 
place on the new Board at a smaller salary. The 
transfer would be desirable from the point of view 
of the administration of the Board’s affairs, not only 
because the members of the Commission have been 
tried and found honest, capable, and industrious, 
but because, from the very nature of their duties, 
any one of them would be especially fitted for work 
on the new Board, which is to operate under a law 
in many respects similar to the Interstate Com- 
merce Act, and which, in many of its duties, will be 
confronted with problems that are more or less 
familiar to the Commission. 

But just now the filling of a vacancy on the Com- 
mission would be a problem. Almost any man the 
President might nominate, unless his known predi- 
lections were so much to the contrary as to make 
him almost an impossibility, would be subject to 
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the suspicion that his appointment meant one vote 
already decided in favor of higher freight rates for 
the railroads to compensate them for the increased 
expense to be caused by the operation of the so- 
called eight-hour law. A certain element in Con- 
gress might advocate this, or at least wink at it, 
but a certain other element would not regard i* 
so favorably ; and, with the election over, the sena- 
tors and representatives would be more free to ex- 
press themselves and to act in accordance with 
their expressions. Anti-railroad sentiment is not 
lacking in Congress, nor are those on the shippers’ 
side of the fence entirely without influence ; so there 
would most likely be a very pretty row. 

No matter how free from ulterior motive on the 
part of the president might be his appointment, or 
how far removed from bias the appointee, we should 
have suspicion smouldering, if not openly expressed, 
and the decisions and rulings of the Commission 
viewed askance. We can ill afford to have our Com- 
mission thus subject to doubt. Its greatest value 
is in its freedom from such suspicion and its un- 
questioned lack of bias. It would be much better 
to preserve it as it is and break in a new lot of 
colts for the new Board. The Commission needs 
enlargement, but it is to be hoped that when, if 
ever, Congress, in its wisdom, passes the bill which 
provides for two additional members, the clouds 
which now obscure the horizon will have passed 
away and that appointments can be made and ee- 
ceived without question, on their merits. 


DEFEATING HIGHER THROUGH RATES 

We are in receipt of a communication from a 
subscriber who, for reasons obvious from the posi- 
tion he holds, desires that his name be not used, 
but who speaks with full knowledge of the facts, 
concerning an article in our Washington corre- 
spondence, on page 474, August 19. He points out 
that the writer could not have made the state- 
ments he did to the effect that shippers able to 
use state rates are, as a rule, not big men in any 
line of business, and that shippers, being unwilling 
to get into trouble, have quit trying to use state 
rates in combination to defeat higher through 
rates, if he were well informed as to shipments 
into Texas. He says that, notwithstanding the 
decision of the Commission in the Kanotex case, 
about seventy-five per cent of the traffic moving 
from seaboard territory to Texas points by way of 
New York and water lines is consigned locally to 
Texas ports, in care of forwarding agents, and re- 
consigned to the interior. “In every instance where 
this is done,” he says, “the published through 
rates are defeated. 


“The rates prescribed by the Commission in the 
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Shreveport case for use between points in Texas 
will not materially affect the situation either,” he 
continues, “because the Commission did not inter- 
fere with commodity rates to any great extent, 
and where it did the increases were small. For 
instance, take iron and steel articles, on which 
there is a published through commodity rate from 
Seaboard Territory to Texas points of 69 cents a 
hundred pounds (see W. J. Sedgman’s Joint 
Freight Tariff 16-D, I. C. C. 76, Item 2,000). The 
rate from New York to Texas ports is about 17 
cents a hundred pounds, which rate has been in 
effect for the last five years, and the rate from 
Texas ports to the interior is on a graduated mile- 
age scale, the maximum being 33.6 cents.- The 
rate from producing points in Seaboard Territory 
to New York City varies between eight and fifteen 
cents; it is 14.7 cents from Johnstown, Pa., the 
furthest western point, and 7.9 cents from South 
Bethlehem, Pa., so you can readily see that there 
is a considerable margin of saving even after the 
payment of forwarding and other charges. 

“As a matter of fact, the through rate of 69 
cents referred to has probably not been used dur- 
ing the past seven or eight years, and the same is 
. true of a great many other through commodity 
rates. 

“The Interstate Commerce Commission must 
certainly be cognizant of this situation, and, having 
taken no action, is presumed to have countenanced 
it, so it would seem that the Kanotex decision was 
applicable to all-rail movement. 

“This condition is, of course, the result of water 
competition, which is very keen to Texas ports, 
and which has been fostered and encouraged by 
the low state-made rates. The citizens of Texas 
and the U. S. Government have spent large sums 
of money in the development of their various ports, 
which, it seems, will be found to have been wasted 
if the rates from the ports to the interior continue 
to be advanced, for, the published through rates 
now in effect having been passed upon some time 
ago by the Commission and declared to be reason- 
able, it is doubtful if these will ever be advanced, 
and, as the most important reason for developing 
the various ports is to encourage new steamship 
-lines to enter the field in competition with the 
established lines, with the hope that such competi- 
tion will result in a reduction of rates, it naturally 
follows that the more the rates from the ports to 
the interior are advanced, the less the margin of 
saving between the combination of the various 
local rates and the published through rate. 


“In conclusion, will say that the shippers to 
Texas points, who are utilizing the method out- 
lined in order to obtain a combination lower than 
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the published through rate, are apparently not a 
bit afraid of getting into trouble, and a list of their 
names would include some of the largest shippers 
in the country. Furthermore, they could not very 
well help themselves because they must comply 
with the consignee’s instructions, or lose his busi- 
ness, and the average Texas merchant; being much 
better informed as to freight rates and conditions 
than the average merchant in other sections of the 
country, usually controls the routing of his ship- 
ments and furnishes shipping instructions when he 
places his orders.” 

This communication is certainly enlightening as 
to the practice in the movements our friend has 
described, but the result is still further mystifica- 
tion as to certain processes of rate regulation. 
Does the Commission know of these practices and 
refrain from stopping them merely because some 
specific case has not been formally brought to its 
attention, or because proof is difficult, or does it 
hold that the principle announced in the Kanotex 
case applies merely to all-rail traffic? If so, why? 

These are some of the many questions that arise 
in considering the subject, and we pause to remark 
that similar perplexing questions arise whenever 
almost any problem in rate regulation is approached 
—which goes to show that it is not at all true that 
the most of the principles in such regulation have 
been established. On the contrary, the number 
that remain to be settled and that even clamor for 
settlement seems to be increasing. One of these 
is the question of federal control of state rates, 
which is closely bound up with the matter we have 
been discussing, and another—though not, per- 
haps, so pressing—is control of water rates. Both 
are present in this particular case of a movement 
from New York to interior Texas on rates neither 
factor of which—the port-to-port rate of the water 
line and the Texas state-made rate—is on file with 
the Interstate Commerce Commission. 


a 


OPENING OF LA SALLE SCHOOL. 

The resident class in traffic of the La Salle Extension 
University was opened Thursday night with a good en- 
rollment. This is the second year of the resident work. 
Besides members of the faculty, addresses were made by 
James Webster, assistant freight traffic manager, New 
York Central Lines; W. J. Tomkins, traffic manager In- 
dependent Salt Companies, and Henry A. Palmer, editor 
of The Traffic World. All three of the speakers endorsed 
the idea of teaching traffic in resident classes or by cor- 
respondence courses, and pointed out to the students the 
advantages that would accrue to them from this kind of 
preparation. The university will next month move into 
its own building at 4046-58 South Michigan avenue. 


The Shreveport Chamber of Commerce has been al- 
lowed to intervene in case 8711, Crossett Lumber Co., 
Inc., vs. Ark. & La. et al. 
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Current Topics 
in Washington 


Changes Caused by the War.—lIso- 
lated facts come to Washington in 
connection with matters before the 
Commission indicating that the war 
is having a profound effect on the 
currents of domestic commerce and 
necessarily the railroads, not all 
shown by the summaries of the re- 
sults of operations, given to the public 
by the division of statistics. One of 
the most striking of such facts is that 
the major part of the Pennsylvania’s iron and steel ton- 
nage is now eastbound and not westbound, as formerly. 
Other trunk lines have been affected in the same way. 
The war is not the sole cause of that reversal of current. 
The increasing production of tonnage in the Chicago dis- 
trict has deprived the trunk lines of some westbound 
tonnage. The war has sent iron and steel eastward in 
larger volume than ever, which should not be surprising. 
Europe needs iron and steel now more than ever, and 
American mines and mills must furnish it in huge vol- 
ume. If the entente allies carry out their threat to boy- 
cott Germany after the war the volume of American 
export steel may continue large, on that account, even 
after the fighting has ceased. But no one takes that 
declaration seriously. The people of the entente nations 
will probably buy where they can buy most advantage- 
ously. But the agreement to boycott Germany is some- 
thing, it is believed, that the railroads cannot afford to 
overlook. It may result in a continuance of an east- 
bound tonnage that is now regarded as purely a war-time 
feature. If it does, the new investments in port facilities, 
forced on the carriers by the stream of war business, will 
be of greater utility than was figured when they were 
made. 











Mexicans as Section Laborers.—Mexican peons as sec- 
tion laborers constitute another war-time change. South- 
western and western railroads, so reports coming to 
Washington say, have hired thousands of the humble 
descendants of the proud race that ruled south of the Rio 
Grande when Cortez came to show them how the white 
man of that day took thought of the morrow and sought 
to provide against the contingency of a rainy day. There- 
fore the section boss is learning a conglomeration of 
Aztec and Spanish, to take the place of the smattering 
of Italian and Hungarian he had to have before Antonio 
and Ladislaw went home to beat each other up in the 
Trentino or other war areas to which they might be sent. 
In the southern part of Central Freight and Trunk Line 
territories the cotton field darky has filled the vacancy 
created by the departed sons of Iitaly. Mexico, so far 
as known, has not missed the peons, but it is certain 
that the southern states have not hailed with delight the 
departure of the negro. There is a well-grounded sus- 
picion that the South has no liking for the negro as a 
political factor, but as an economic unit it has a great 
affection for him. The southern town that shoots the 


negro who tries to vote will also shoot the labor agent 
who tries to take the same negro to some other place of 
employment. 
slave is political and not economic. 


The objection to the son of the former 
The negro fireman 
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has long had a place in the labor scheme of southern 
railroads. If the war continues another year it is alto- 
gether probable he will become a factor in railroad labor 
questions in the North. 





Permits for Export Traffic.—Still another war-time fact 
in relation to transportation is that a shipper who has 
export traffic must obtain a numbered permit from the 
railroad company over which he desires to forward articles 
of iron or steel. By means of permits the embargo 
against export stuff is lifted. The British consul-general 
in New York has control of the ships that carry export 
stuff from the Atlantic ports. He is advised how mucin 
cargo space there is on each ship, and what kind of 
material is most desired. He notifies the export agent 
of the railroads and a permit is issued by the carrier, ad- 
dressed to a given shipper, authorizing him to forward so 
many tons within certain dates. Of course, as a matter 
of right the American shipper can call upon a carrier to 
forward his material to New York. As a matter of cold- 
blooded practice, the shipper who is on the British black- 
list might as well give up hope of sending anything out 
of the country, because the railroads will not accept any- 
thing unless there is a steamship committment showing 
that the shipper has reserved space for his stuff in a ship 
due to leave the port within a given time. Inasmuch as 
steamship reservations cannot be made by or for Ameri- 
cans on the blacklist, the British consul-general, in effect, 
controls export traffic on American railroads. Inasmuch 
as the British government has also rationed neutrals 
and told them how much of every sort of merchandise 
they may buy, the few American ships in foreign com- 
merce must obey the British rules or forego the business 
of carrying anything for the entente allies, even if the 
British navy were to allow them to go to neutral ports 
with consignments from blacklisted Americans. 





‘The U. S. Shipping Board—Not a word of gossip, 
speculation or information has been vouchsafed by Presi- 
dent Wilson or Secretary McAdoo concerning the time 
when the Shipping Board, which is to regulate water 
transportation, is to be appointed. Both made a big fight 
for that legislation. Two weeks have elapsed since its 
enactment, yet, so far as known, not a step has been 
taken toward putting it into operation. So far as known, 
not a thought has been given, either, to the enforcement 
of that part of the law which authorizes the Secretary 
of the Treasury to refuse clearance to a ship that has 
refused to carry freight for Americans for a reason other 
than that it has no cargo space. It is possible there has 
been no such discrimination since the passage of the 
Alexander bill, so there has been no necessity for con- 
sidering the refusal of clearance. A grave question will 
arise when, if ever, clearance is refused. Nearly all ships 
plying regularly between American and European ports 
are under the control of a foreign government. That is 
true even if the fact has not been disclosed in a formal 
way. Refusal of clearance would raise an issue directly 
between the American and some foreign government. 
The American shipper of the goods would not be involved, 
because all ammunition and munitions are sold free on 
board ship, so the American producer loses interest as 
soon as the ship’s tackle takes hold of what he is ship- 
ping. But even if the ships were not under the direct 
control of a foreign government, refusal of clearance would 
cause a grave situation, so big, in fact, that many doubt 
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whether Secretary McAdoo will ever undertake that way 
of removing discrimination. 





Iron Ore Rates.—The railroad traffic men who attended 
the hearing on export iron and.steel rates the early part 
of this week manifested no enthusiasm over the Com- 
mission’s decision in the iron ore rate cases. They, of 
course, feel pleased over the fact that, in dollars and 
cents, it leaves them exactly where they were before the 
cases were consolidated and made one issue. One of the 
suggestions coming from the railroad side of the case 
was that, if the a la carte system of stating rates is to 
become ithe rule in American railroading, tariffs, instead 
of becoming more simple, will become more complex. The 
losing complainants have not thus far made any public 
move to escape from the effect of a flare-back, which is 
to make their freight bills higher than before. Of course, 
any railroad so inclined can upset the whole arrangement 
by simply offering a tariff providing a complete service 
from rail of the vessel to the blast furnace trestle, be- 
cause, it is generally believed, the part of the law upon 
which the Commission ordered its a la carte system of 
stating the rate does not require them to tear apart a 
whole-service rate, but merely separately to state all-the 
rates it proposes to charge; that is to say, if it proposes 
to furnish more than one kind of service it shall offer 
information enough to enable the shipper to avail himself 
of the different kinds of service offered. Only two kinds 
of ore service are or ever have been offered—one for ore 
unloaded direct from ship to car, and the other from dock 
to car. The docks, it has been suggested, were estab- 
lished, primarily, for the benefit of the railroads, not the 
blast furnaces. The railroads wanted the haul from the 
lake ports. To get it they had to devise means for in- 
ducing the furnaces to use upper lake ore instead of the 
ores from Ohio, Pennsylvania and New York. Unless 
the railroads and ore miners could furnish ore at all times 
the blast furnaces would not change their sources of ore 
supply. The storage on docks, while now of value to the 
blast furnaces, it is suggested, was instituted as an in- 
ducement for ore users to change from the local to the 
Lake Superior ores. A. E. H. 


RATES ON IRON AND STEEL 


THE TRAFFIC SERVICE NEWS BUREAU, 
‘Colorado Building, Washington, D. C. 


A series of unexplained but probably related moves re- 
specting rates on iron and steel have been initiated by 
the Philadelphia & Reading and its connections. It is 
suspected they have sOme bearing on the situation cre- 
ated by the proposal of the carriers in Trunk Line terri- 
tory to advance export rates to the level of the domestic 
rates. To speak with absolute accuracy, the proposal is 
to cancel the existing export rates and allow the domes- 
tic rates to the ports apply. The usual way of speaking 
of the matter, however, is to say the carriers propose 
advancing export rates to the domestic level. 

The Philadelphia & Reading proposes in its I. C. C. No. 
J-5932, effective October 23, to establish a commodity 
rate of $2 per gross ton on billets, blooms, scrap iron 
and so forth, from points in Pennsylvania, viz.: Birdsboro, 
Chester, Harrisburg, Steelton and related points, Cam- 
den, N. J., and Wilmington, Del., to Newport News. The 
tariff cancels nothing, so it is inferred, without having 
the benefit of a complete check of tariffs that might con- 
tain rates on iron and steel, the $2 rate is something new. 
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It is a commodity rate to Newport News, probably ta 
take the place of the high-class rates that prevail to that 
port, and on which nothing probably ever moved. The 
tariff is issued showing the B. & O., N. & W., Western 
Maryland and C. & O. as connecting lines. 

The same carrier has also issued a similar tariff, effect- 
ive October 26, applying from the same stations to Nor- 
folk and Lambert’s Point in connection with the Western 
Maryland and the Norfolk & Western. 


No explanation accompanied the tariffs. The impres- 
sion is there are no export rates applying from the Penn- 
sylvania, New Jersey and Delaware points mentioned to 
the Virginia ports, but that there is evidence of a desire 
on the part of the entente allies to make use of the Vir- 
ginia ports for sending out iron and steel tonnage they 
have bought via a port that is not so congested as New 
York. Movement through the Virginia ports, on class 
rates, would be impossible, except at a big financial sacri- 
fice. It is inferred that the $2 commodity rate to be 
applicable in a month will be found about to equalize 
the Virginia ports and the ports,which have heretofore 
been used. 


Still another change in rates on iron and steel is pro- 
posed by the Philadelphia & Reading in Supplement No. 
7 to its I. C. C. J5539. The existing export rate of 48.8 
cents applying on iron and steel from the Atlantic sea- 
board via Pacific Coast ports is to be superseded on 
October 1 by an export rate of 52.6 cents per 100 pounds. 
Authority to make the lower rate effective on such short 
notice is to be found in a section of Rule 71 of Tariff 
Circular 18A. 

That export rate of 48.8 cents was put into effect May 
15 last. It superseded a rate of 57.2 cents, which had 
been effective since March 7 of this year. 

Nothing explaining why the proposal is made now ac- 
companied the tariff. It is assumed that the advance is 
proposed to offset the advances proposed to Atlantic 
ports, and ‘perhaps to line up these cross-country iron and 
steel rates applicable via. Canadian lines and roads in 
the northern part of the United States, with the advances 
proposed by the transcontinental carriers. C. L. Lingo 
of the Inland Steel Company protested against those ad- 
vances in a hearing that immediately followed the protest 
against the proposed advances to Atlantic ports. 

The reduction to 48.8 cents, made in May, was inferred 
to have been made so as to equalize rates on such com- 
modities via the Suez Canal. At that time the belliger- 
ents having control of the seas were sending vast quan- 
tities of iron and steel to Japan to be made into war 
materials for the Russian army. They have control of 
ocean shipping and ocean rates, so it was reckoned at 
the Commission that they had figured that if the Ameri- 
ean and Canadian railroads would put into effect a rate 
of 48.8 cents, they could afford to send that material via 
the Pacific, rather than through the Suez Canal. An 
additional reason for the desire to ship across the Pacific 
may have been furnished by the fact that at just about 
that time submarines were more than usually active in 
the Mediterranean. 


COMMISSION ORDER. 

The Commission has dismissed case Nos. 8696, Inter- 
national Purchasing Co. vs. B. & M. et al.; 8821, Orin S. 
Good vs. Great Northern; Sub-Nos. 4, 5, 6, 9 and 10 to 
Docket 8541, Duluth Log Co. vs. Soo Line et al., and 7001, 
Williams Lumber Co. vs. N., C..& St. L. et al., at the 
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Decisions of Interstate Commerce Commission 


LAFAYETTE, LA., RATES 


jCASE NO. 7572* (41 1. C. C., 297-301) 
LAFAYETTE CHAMBER OF COMMERCE VS: LOUISI- 
ANA WESTERN RAILROAD CO. ET AL. 
Submitted Dec. 9, 1915. Opinion No. 3910. 


1. Memphis and Shreveport scheme of rates extended to La- 
fayette, La.—Reasonable maximum class rates from Mem- 
phis, Tenn., to Lafayette, La., and reasonable differentials 
over Memphis on traffic from St. Louis to Lafayette pre- 
scribed. No change is made in the present basis of defined 
territories differentials over St. Louis on traffic from the 
defined territories to Lafayette. 

2. Carriers to Observe Isaac Joseph rule of aggregates on traffic 
through Baton Rouge and New Orleans.—For the trans- 
portation from Baton Rouge and New Orleans to Lafayette, 
as part of a through interstate service, the carriers filed 
rates with the Commission, some of which were restricted 
to interstate traffic on which no joint rates apply. These, 
in combination with interstate rates from St. Louis to New 
Orleans and Baton Rouge, make a less aggregate through 
charge than the joint rate. In such cases the adjustment 
violates that clause of the iourth section which prohibits 
a carrier from charging a through rate that exceeds the 
combination of separately established intermediate rates 
“subject to the act.’’ Joseph Iron Co. vs. M. L. & T. R. 
R426. 8: Co. FL¢c &, 44, and a2 i:c Cc. os, i- 
lowed. 

3. No justification shown for fourth section violations.—The 
carriers have not justified the charging of through rates 
from St. Louis and the defined territories to Lafayette that 
exceed the combinations of separately established inter- 
mediate rates to and from the lower Mississippi River 
crossings. 





B. F. Martin for complainant; Fred H. Wood for Morgan’s 
Louisiana & Texas Railroad & Steamship Co. 


*The proceeding also embraces complaints in—No. 7584, 
Same vs. Morgan’s Louisiana & Texas Railroad & Steamship 
Co. et al.; No. 7619, Same vs. Morgan’s Louisiana & Texas 
Railroad & Steamship Co. et al.; and Fourth Section Applica- 
tions Nos: 378, 488 and 461. 


CLEMENTS, Commissioner: 

These complaints were set for hearing at the same time 
and place and will be disposed of in one report. 

In No. 7572 we are asked to establish between New Or- 
leans, La., and points in Lafayette parish, La., on through 
traffic from points in various states, reasonable and non- 
discriminatory proportional rates and the same exceptions 
to western classification as apply to points in the Opelou- 
sas group in Louisiana, including Opelousas, Rayne, Crow- 
ley, and Port Barre. It was stated on behalf of the de- 
fendants at the hearing that arrangements had already 
been made for the publication of certain rates and excep- 
tions, which were so far satisfactory to the representative 
of the complainant that he offered no testimony. The 
complaint will be dismissed. 

In No. 7619 we are asked to establish joint class and 
commodity rates between Little Rock-Fort Smith territory 
in Arkansas and points in Lafayette parish on the basis now 
in effect from these Arkansas points to the Opelousas group. 
At the hearing the defendants agreed to include Lafayette 
parish points in thhe Opelousas group, and with this ar- 
rangement the representative of the complainant ex- 
— himself as satisfied. The complaint will be dis- 
missed, 





In 7584, by complaint filed December 4, 1914, reparation 
is asked on certain shipments of various commodities 
from St. Louis and.points in the defined territories to La- 
fayette, upon the allegation that the rates charged were 
unreasonable and discriminatory because they exceeded 
the combinations of separately established intermediate 
rates to and from the lower Mississippi River crossings, 
including Baton Rouge and New Orleans. Certain ship- 
ments from Lafayette in the reverse direction are also 
included. The allegations of the petition are confined to 
the specific shipments, but at the hearing the testimony 
of both parties was directed to the general adjustment 
of rates between the points involved, under the fourth 
section, and with the complaint were heard those parts 
of Fourth Section Applications Nos. 378 and 488 of the 
Morgan’s Louisiana & Texas Railroad & Steamship Co. 
and of No. 461 of F. A. Leland, agent, which seek author- 
ity to continue through rates on classes and commodities 
between points in southeastern, trunk line, central freight 
association, and western trunk line territories, on the 
one hand, and Lafayette, Arnaudville, Crowley, Anse Le 
Butte, Eunice, Port Barre, and Rayne, La., on the other 
hand, which exceed the combinations of intermediate 
rates to and from Baton Rouge and New Orleans, La. 
We shall consider this general situation under the fourth 
section before taking up the question of reparation on 
these specific shipments. 

Lafayette is at the western terminus of the main line 
of the Morgan’s Louisiana & Texas Railroad & Steamship 
Co. and is 144 miles west of New Orleans. The ciass rates 
from St. Louis to Lafayette, from St. Louis to Baton Rouge 
and New Orleans, and from Baton Rouge and New Or- 
leans to Lafayette, respectively, are as follows: 


GOVERNED BY WESTERN CLASSIFICATION, 


1 ee or a ae ee ae ae oe 
St. Louis to Lafayette...140 119 99 91 71 75 66 55 45 39 
Baton Rouge to— 
ee all ee ee 38 36 35 34.29 30 27 25 20 15 
re 30-28 27 36 22 28 20 18 36 11 
New Orleans to— 
BNO Sas-dewcice cds 46 40 35 26 23 21 20 19 17 16 
SAT ~ 6:2 00802 600% 41 36 33 25 22 


21 20 18 16 15 


*Applicable on interstate traffic. 
yApplicable on intrastate tyaffic. 


GOVERNED BY SOUTHERN CLASSIFICATION. 

St. Louis to— 13 #4 8 ¢ SVC DB UY 
Baton Rouge-New Orleans.90 75 65 50 40 35 25 38 25 20 28 57 45 

The situation here presented under the fourth section 
is similar in all essential respects, except one, to that in- 
volved in Memphis Freight Bureau vs. St. L, I. M. & S 
Ry. Co. and Shreveport Chamber of Commerce vs. A. & V. 
Ry. Co., 39 I. C. C., 224 (The Traffic World, May 27 and 
June 3, 1916, pp. 1104 and 1146), hereinafter referred to as 
the Memphis Case and the Shreveport Case, respectively. 
In those cases we held that the joint rates from Mem- 
phis, St. Louis, and the defined territories to the Shreve- 
port group and other points in Louisiana could not law- 
fully exceed the combinations of separately established 
intermediate rates, subject to the act, to and from Baton 
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Rouge, New Orleans, and other lower Mississippi River 
Crossings taking the same rates. The same general char- 
acter of testimony affecting the reasonableness of the 
through and separately established intermediate rates, the 
effect thereon of Mississippi River competition, and the 
difficulties encountered, because of differences in ratings 
and rules, in matching the classes of the southern and 
western classifications in the construction of the combi- 
nation through rates involved under the fourth section, 
is presented in this case as was presented in the two 
cases cited. The one point of difference referred to its 
that here the additional point is raised by the carriers 
that the prohibitions of the fourth section against charg- 
ing through rates that exceed the combinations of sepa- 
rately established intermediate rates do not, when prop- 
erly construed, apply to the situation at Lafayette, and 
for the following reason: The transportation from Baton 
Rouge and New Orleans to Lafayette is intrastate and 
some of the rates for that service filed with this Commis- 
sion are restricted to through interstate transportation on 
which no joint rates apply. The’ defendants contend that 
even the rates for that service which are not so restricted 
by the tariffs filed with this Commission are in effect only 
proportional rates. On traffic originating at or reshipped 
from Baton Rouge rates controlled by the Louisiana Com- 
mission would apply. The contention is that the joint 
rates do not exceed aggregates of intermediate rates ‘‘sub- 
ject to the act.” 


We decided this same contention adversely to the car- 
riers in Joseph Iron Co. vs. M. L. & T. R. R. & S. S. Co., 
37 I. C. C., 591 (The Traffic World; May 13, 1916, p. 993), 
and 40 I. C. C., 525 (The Traffic World, August 12, 1916, p. 
383). In the Memphis and Shreveport Cases we held that 
the defendants had not justified the charging of through 
rates that exceeded the combinations of separately estab- 
lished intermediates subject to thhe act. We reach the 
same finding here with respect to the rates from Memphis, 
St. Louis, and the defined territories to Lafayette. 

In the Memphis Case we established a mileage scale of 
rates as maxima from Memphis to points in southern 
Arkansas and Louisiana. Rates from St. Louis to those 
points are made by adding established differentials to 
the rates from Memphis to the same points. The present 
differentials are on a 10-cent scale on traffic to all of these 
points. We changed the basis of differentials in this way: 
To the Shreveport group, an average of 298 miles from 
Memphis, we prescribed a 20-cent scale and held that in 
constructing the differential scales for other distances from 
Memphis the base or first-class rate of the scale should 
increase 1 cent for each 15 miles lesser distance from 
Memphis and decrease 1 cent for each 15 miles greater 
distance from Memphis. In this way we made the differ- 
entials more nearly conform to the relative distances from 
Memphis and St. Louis to the points involved. Lafayette 
was not one of the srecific points named in the Memphis 
Case complaint, but is in effect included by reason of 
being directly intermedate to certain of the named points. 
We conclude that in substance our findings in the Mem- 
phis Case apply to the rates to Lafayette. Under those 
findings the maximum rates for 400 miles from Memphis 
are on a $1.20 scale and for 500 miles on a $1.32 scale, 
and we directed the defendants to grade appropriately 
their intermediate rates. The short-line distance from 
Memphis to Lafayette is 421 miles. We think the rates 
for that service should be on a $1.24 scale. Under our 
findings in the Memphis Case, the differentials over 
Memphis on traffic from St. Louis to Lafayette will be on 
a 12-cent scale. 


We accordingly find that the rates from Memphis to 
Lafayette are unreasonable to the extent they exceed the 
rates named below. Following these rates we show the 
St. Louis differentials over Memphis, which we find would 
be reasonable. The rates and differentials are in cents 
= 100 pounds and are governed by the western classifi- 
cation: 


PEE: “Ka pide reteuster enc ses 7 2 245A BOD BD 
ES Be er, ee eee 124 105 87 74 62 64 50 43 37 31 
os Ore ey mam ws Te FF Se a 8 


We find here, as we found in the Memphis and Shreve- 
port Cases, that where a joint rate exceeds the aggregate 
of intermediate rates to and from the lower Mississippi 
River crossings the defendants should publish the aggre- 
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gate of intermediates as the maximum through charge, 
and that they should incorporate in their tariffs a rule to 
the effect that when their attention is called to such ad- 
justments they will publish such rates accordingly. Fourth- 
section relief will therefore be denied. 


We shall expect the defendants to revise their commod- 
ity rates in harmony with our findings with respect to the 
class rates. , 

We shall not disturb the present basis of defined terri- 
tories differentials over St. Louis on traffic to Lafayette. 

Thirteen shipments are involved in the claim for repara- 
tion, 10 of which are of less-than-carload commodities. 
Some of them moved through Alexandria, La., and the 
balance through New Orleans. It is not clear from the 
record through which of these latter gateways the differ- 
ent shipments respectively moved, although the joint 
rates, in some cases at least, appear to have exceeded 
the aggregates of intermediate rates through these gate- 
ways in effect at the time. The record as a whole is lack- 
ing, however, in the details of proof necessary to support 
an award of reparation even if otherwise warranted. Upon 
the record as a whole we conclude that reparation should 
be denied. 

Orders will be entered in accordance with our findings 
herein. (The fourth section order is No. 6114.) 


ADVANCES ON COAL WITHIN CHI- 
CAGO SWITCHING DISTRICT 


1. AND S. NO. 196. (41 I. C. C. 302-308) 
Submitted Dec. 11, 1914. Opinion No. 3911. 


In the original report in this proceeding we held that the 
respondents had not justified proposed increased rates on 
coal and coke from mines in various states to points on 
the line of the Chicago, Milwavkee & St. Paul Railway 
in Chicago, 27 I. C. C., 71. The carrier named performs 
only a terminal service in Chicago on this traffic. It now 
asks that we fix the division which it may receive out of 
the through rate. Held, That upon the whole situation 
the Commission does not feel justified in ordering a basis 
of divisions different from that now existing. 





O. W.° Dynes for Chicago, Milwaukee & St. Paul Ry. Co.; 
C. B. Cardy, A. P. Humburg and R. V. Fletcher for Illinois 
Central R. R. Co. and Chicago & Eastern Illinois R. R. Co.; 
W. W. Collin, Jr., for New York Central Lines; James Still- 
well for Pennsylvania Lines; C. D. Clark for Baltimore & Ohio 
R. R. Co.; W. F. Peter for Chicago, Terre Haute & South- 
eastern Ry. Co.; H. T. Ballard for New York, Chicago & St. 
Louis R. R. Co.; T. R. Farrell for Wabash R. R. Co.; C. H. 
Howell for Erie R. R. Co. and Chicago & Erie R. R. Co.: 
William Fitzgerald and F. C. Amos for Chesapeake & Ohio 
Ry. Co., Chesapeake & Ohio Ry. Co. of Indiana and Vandalia 
R. R. Co.; R. B. Scott for Chicago, Burlington & Quincy 
R. R. Co.; M. F. Gallagher for Chicago Coal Dealers’ Assn. 

rf 


CLEMENTS, Commissioner: 


In its original report in this proceeding the Commis- 
sion dealt with a proposal by the respondent carriers from 
mines in Indiana, Ohio, West Virginia, Kentucky, and 
Pennsylvania, hereinafter called the line carriers, to in- 
crease their rates on coal and coke to stations and indus- 
tries within the switching limits of Chicago on the rai's 
of the Chicago, Milwaukee & St. Paul Railway, which will 
hereafter be referred to as the Milwaukee, from the Chi- 
cago basis of rates to 10 cents per ton above that basis. 
The tariffs carrying the proposed increased rates were 
suspended, and after hearing the respondents were di- 
rected to cancel them and continue rates not higher than 
those then in effect. 27 I. C. C., 71 (The Traffic World, 
June 7, 1913, p. 1202). This order was complied with, and 
we are now asked by the Milwaukee to fix the divisions 
which it shall receive out of the existing rates, which as 
to some points of origin represent increases since the ex- 
piration of our order. 

The Milwaukee receives this coal from the line carriers 
principally at Galewood, in Chicago, and distributes it 
thence to various industries and stations reached by it in 
Chicago. Its longest haul is from Galewood to North 
Edgewater, about 12 miles. The Milwaukee performs no 
line haul on any of this coal or cokke. For its service it 
receives $4 a car from the line carriers and in addition 
10 cents a ton on the weight of any loading in excess of 
60,000 pounds, which is paid by the shipper. The average 
carload weight is variously stated in the record to be from 
421%4 to 45 tons. The Milwaukee states that its average 
revenue from the two sources noted is about $5.25 a car, 
which would indicate that 42144 tons is the average car- 
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load. This carrier asks that it be granted a division of 
30 cents a ton, or $12.75 for a car of 42% tons. This is 10 
cents a ton more than it sought at the time of the origi- 
nal proceeding. 

The Milwaukee states that its previous request for 20 
cents a ton was in the nature of a compromise with the 
line carriers in an effort to bring about a final settlement 
of the controversy, which had been of long duration. It 
contends that, from the standpoint of cost of service and 
of loss of revenue on its own traffic due to congestion of 
its terminals in the handling of this coal and coke, it is as 
a matter of right entitled to 30 cents. ; 

In this, as in the original proceeding, the Milwaukee has 
assumed the burden. In both proceedings its evidence is 
directed to the cost of its service. Its data are elaborate 
and contain an analysis of operating costs for the period 
from January 7 to 13, 1914, during which it ‘handled over 
its Chicago terminals from Galewood 739 carloads of coal. 

In this analysis the Milwaukee first presents figures of 
alleged actual cost as shown by observation and check of 
records. Then to this it adds 20 per cent for miscellane- 
ous expenses, which it statés are known to be incurred 
on this and other traffic, but can not be definitely allocated 
to specific Operations. The percentage thus added, it is 
stated, represents the ratio of similar items for all traffic 
handled by the Milwaukee in the state of Illinois to the 
items of expense for the entire traffic of that state which 
can be definitely allocated. It is admittedly an estimate, 
made on what the Milwaukee states is commonly known 
as the “cost basis.” The items used in this estimate are 
taken from the reports of operating expenses made to 
this Commission. The result of the first-mentioned check 
of expenditures from actual observation, as increased by 
this 20 per cent for estimated miscellaneous cost, equals 
$v.979, which is said to represent the average actual out- 
of-pocket cost to the Milwaukee of handling the loaded and 
empty car. This sum is then increased by 6.01 per cent 
for taxes. The percentage used, it is stated, represents 
the ratio of the total amount of taxes for the system to 
the total operating expenses of the system. This addition 
of 6.01 per cent, or 41.9 cents, for taxes brings the total 
to $7.398, as representing the out-of-pocket cost. This 
amount is then increased by 56.55 per cent to provide 
service. The 56.55 per cent used represents the ratio of a 
return at 6 per cent on the estimated value of the Mil- 


_ waukee’s entire system to the entire operating expenses 


of the system. In this calculation the Milwaukee esti- 
mates the value of the system to be $450,000,000 (as of 
date June 30, 1912), not including the Puget Sound exten- 
sion. The $3.946 thus added to the previous total of $7.398 
brings the final figure to $11.344 a car, which the Milwau- 
kee claims is “necessary to cover both the actual cost of 
handling and a fair proportion of the interest on the neces- 
sary investment in property.” 

It has been previously stated that the Milwaukee is 
asking for 30 cents a ton, which would yield a revenue 
of $12.75 on a 42%4-ton car and a revenue of $13.50 on a 
45-ton car. 

The history of this coal traffic in connection with the 
adoption by the carriers entering Chicago of what is 
known as the Lowrey tariff is set out in detail in the 
original report. Under that tariff when traffic is brought 
to Chicago by one line and delivered by another line and 
the revenue to the line carrier is $15 a car or more the 
rate of the line carrier is charged to the shipper, no addi- 
tion being made for the service of the delivering line. In 
the division of the rate the line carrier pays to the con- 
necting carrier performing the terminal service 1 cent a 
100 pounds, or 20 cents a ton, subject to a minimum 
weight of 60,000 pounds, on all commodities except grain, 
coal and coke. On grain it pays $3 a car and on coal 
and coke $4 a car. Although when the Lowrey tariff was 
adopted it was agreed that on grain, coal and coke the 
Chicago rate should apply the same as on other com- 
modities, it was not the understanding that on those 
cOmmodities the line carrier was to pay to the delivering 
carrier the 1 cent per 100 pounds which it agreed to pay 
on other commodities. The Milwaukee concedes that this 
statement of the understanding is correct, but states that 
the agreement as to the division of the rates on coal was 
only tentative and has not been justified by subsequent 
experience, _ 

The Lowrey tariff, as our, original report shows, was 
adopted only after extended conferences between repre- 
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sentatives of shippers and carriers, in consequence of 
numerous complaints by Chicago shippers on account of 
the chaotic conditions of freight delivery, both in respect 
to the amount and lack of uniformity of rates and to the 
need of facility for the ascertainment of tariff rates. 
Before the adoption of the Lowrey tariff there was no 
uniformity of practice with respect to the application of 
the Chicago rate on traffic requiring delivery by a con- 
necting line and no single tariff publication which notified 
shippers when the Chicago rate in such cases was to 
apply. By the adoption of the Lowrey tariff this situa- 
tion was in great measure corrected by means of a single 
tariff publication. 


It is evident that in the negotiations leading up to the 
adoption of the Lowrey tariff the relation of cost of serv- 
ice to division of rate played a minor part at most in 
connection with the terminal service. We commented 
upon this phase of the general situation in another pro- 
ceeding involving this same Lowrey tariff, in which we 
were asked to fix the division of the rate on ice from 
points in Wisconsin to Chicago, People’s Fuel & Supply 
Co. vs. G. T. W. Ry. Co. 30 I. C. C., 657, 661 (The Traffic 
World, July to Dec., 1914, p. 116), as follows: 


In view of the basis upon which charges for reciprocal serv- 
ices in Chicago have been established by agreement among 
the carriers themselves—a basis which ignores no single factor 
of rate making so completely as it ignores the cost of service, 
and which is founded upon mutual concessions to the end that 
their own operations may be facilitated and the service to the 
public made more efficient and simple by the application of 
flat Chicago rates to points within that district—we find no 
reason to hold with the Soo line that before the Grand Trunk 
may be allowed to receive its reciprocal charge upon this par- 
ticular commodity “it must show us the figures.” 


As we suggested in that case and as appears from the 
record before us here, one influence which did play an 
important part in finally bringing the carriers into agree- 
ment under the Lowrey tariff was the effect of the recipro- 
cal arrangement between the carriers in offsetting one 
against another their relative advantages and disadvan- 
tages in length of haul and volume of tonnage in different 
commodities. Thus, the Milwaukee handles no commer- 
cial coal from any outside point to Chicago, but it does 
bring into that city large quantities of grain which other 
lines in Chicago deliver for it for $3 a car; and on com- 
modities generally the Milwaukee both pays and receives 
1 cent a 100 pounds for terminal delivery. The part 
which this reciprocity between the carriers played in this 
final adjustment is suggested by a letter, from which we 
quoted in our original report, from Mr. Marvin Hughitt, 
Jr., then freight traffic manager of the Chicago & North- 
western Railway, to the representative of the committee 
of Chicago shippers, who took part in the conferences 
preceding the adoption of the Lowrey tariff, dated Aug. 
5, 1911, four days after that tariff became effective, in 
which appears the following: 


We respectfully call your attention to the fact that this is 
a reciprocal arrangement, and that any departure from the 
outlined policy will have the effect, of course, of canceling the 
reciprocal part of this arrangement. By this I mean if, for 
various reasons, by state or interstate order, exceptions are 
made, and the agreement is not left in its entirety, we wish 
it fully understood that we will not consider that we would 
be obliged to carry out one portion of the agreement and not 
the entire agreement. I am simply writing this as a matter 
of record; not that I anticipate any change in our agreement. 


The line carriers submit statements of rates, distances 
and ton-mile earnings which they contend clearly demon- 
strate that their revenues are not sufficiently high to 
warrant an increase in the amount of $4 a car which 
they now pay to the Milwaukee for this terminal service. 
In addition to the $4 a car which the line carriers pay 
out of the through rates to the Milwaukee they pay $3 
for each loaded car and $1.50 for return of the car empty 
to the intervening belt line in and about Chicago. The 
cost to the line carriers of the two terminal services of 
the Milwaukee and the belt line amounts to 20 cents a 
ton on a 4214-ton car. 


Illustrative rates, in cents per ton, from the exhibits 
submitted by the line carriers, with ton-mile earnings, in 
mills, before and after deducting this 20 cents a ton, are 
shown in the table below. In some cases the distance 
used is the average distance from the group and in other 
cases it is from a central point in the group. The dis- 
tances shown are substantially correct. In some cases 
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the carrier shown does not originate the traffic, but per- 
forms the long haul. 


Ton- Ton- 
. Rate, Mile,* Mile,7 
arrier. District. State. Miles. “— Mills. —s 


., Cc. & St. L., Terre Haute, Ind... 188 4, 
a Se eee eae 3.30 
E. L., Brazil, 4.90 
E. I., Sullivan, Ind 4.65 
E. I., Princeton, Ind i 3.70 
hg Se IOS osc ec ccccw ess 3 
. C., Hocking, Ohio 
Altoona, Pa. 
Pa., Connellsville, Pa. 
Pa., Pocahontas, W. Va 
B. & O., Cumberland, Piedmont, W. Va. 


*Before deducting 20 cents a tcn. 

tAfter deducting 20 cents a ton. 

tDistance to Dolton, fll.. connection with Chicago belt line. 

§Based on deduction of 10 cents a ton. No intervening belt- 
line service. 


The line carriers urge that the Milwaukee’s agreement 
to accept $4 a car at the time of the adoption of the 
Lowrey tariff was a part of the general Lowrey tariff 
adjustment and that this question of divisions should be 
treated to the same extent as the through rate itself, as 
but a part of the general agreement. They neither affirm 
nor deny that from the standpoint of cost of service the 
Milwaukee is entitled to an increased division. 

The basis of revenue to the Milwaukee referred to in 
the second paragraph hereof is the basis referred to gen- 
erally throughout the record. There are certain varia- 
tions just as there are variations in the charge to the 
shipper, the latter dependent upon“the origin of the coal 
and the delivery point on the Milwaukee. In some cases 
the Chicago rate applies on cars containing 60,000 pounds 
or less, with an addition of 10 cents a ton for weight in 
excess of 60,000 pounds. In other cases the extra 10 
cents a ton is charged for weight in excess of 60,000 
pounds but not exceeding 80,000 pounds, while on cars 
containing more than 80,000 pounds the excess weight 
unit of charge is changed to a flat $1 a car above the 
Chicago rate. In still other cases the rate is the Chicago 
rate plus the Milwaukee’s local charge of 20 cents a ton, 
with an absorption by the line carrier of not to exceed 
$4 a car of 80,000 pounds or less plus 10 cents a ton on 
weight in excess of 80,000 pounds. There are also varia- 
tions in charge in connection with team-track deliveries. 

The rates and divisions on coke are also involved in 
this proceeding. The tonnage of coke is much less than 
of coal and the car loading is much lighter and on the 
average does not exceed the minimum of 60,000 pounds 
for which the Milwaukee receives $4 a car. 

In discussing in our original report the Lowrey tariff, 
its purposes and the considerations which led to its 
adoption by the carriers, we said: 


As a basis for this adjustment the line carriers agreed to pay 
and the switching lines agreed to accept from them out of the 
Chicago rate, wher, the earnings were $15 or more per car, 1 
cent per 100 pourds, minimum 60,000 pounds, on all commodi- 
ties except coal, grain and coke. It should be understood that 
while these latter commodities were thus specifically excepted 
from this arrangement with respect to the amount of the 
division or absorption, they were not excepted from it with 
respect to the application of the Chicago rate. The switching 
lines were then receiving from the line carriers, as stated, $4 
per car of 69,000 pounds and under on coal and coke, and 
there appears to have been no suggestion or understanding 
that they would not continue on that basis as to those com- 
modities. 

+ * *« * * * 

The effect of these suspended tariffs becoming effective 
would be to except coal and coke from the Lowrey basis so 
far as concerns the application of the Chicago rate to the 
shipper, although it is true, as contended by the Milwaukee, 
that that carrier is merely insisting in this proceeding that it 
be accorded the same basis of compensation on coal as it and 
Chicago switching lines in general receive on other com- 
modities under the Lowrey tariff. The Milwaukee contends 
that even conceding it to have been tacitly understood by all 
parties during the negotiations described leading up to the 
adoption of this tariff, as insisted by protestants is the case, 
that it would continue to handle this coal for $4 per car, that 
understanding was at best but tentative and subject to such 
change as experience in the trial of that basis under the 
Lowrey tariff might demand and is now demanding. 


We are not convinced of the soundness of the process 
by which the Milwaukee arrives at the cost of its service 
in connection with this traffic, or as to the accuracy of 
the resulting estimates thereof. However this may be, 
it is manifest that if we proceed to deal with each com- 
modity separately considered on the basis of cost alone, 
ignoring considerations of reciprocity in respect to the 
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whole traffic governed by the Lowrey tariff and the prin- 
ciples underlying it, the result must inevitably be its 
ultimate disintegration or overthrow. This tariff is the 
result of the voluntary action of the interested carriers 
and involves concessions by each of them to the other; 
covers a unique and complicated situation; and was in- 
tended in a broad and general way to promote simplicity 
and conserve the interests and convenience of carriers 
and shippers. 

Taking into consideration the whole situation, the Com- 
mission does not feel justified in ordering a basis of divi- 
sion different from that now existing. 

By the Commission. 


COAL TO RED WING, MINN. 


1. AND S. DOCKET NOS. 629 AND 840. (41 I. C. C., 309-313) 
FOURTH SECTION APPLICATIONS NOS. 2297 AND 2874 


Submitted Aug. 30, 1915. Opinion No. 3912. 


1. Fourth Section relief on caal from Chicago and Milwaukee 
to Rew Wing, Minn., denied to the St. Paul road.—The 
Chicago, Milwaukee & St. Paul Ry. Co. denied authority 
to maintain a rate on coal from Chicago and Milwaukee 
to Red Wing, Minn., lower than to intermediate points. 

2. Great Western to have relief to meet competition of the 
St. Paul at Red Wing.—Chicago Great Western R. R. Co. 
authorized to establish a proportional rate from Chicago 
and points taking the same rates, on bituminous coal in 
carloads, when originating at points in Kentucky and West 
Virginia, to Red Wing, Minn., the same as the rate main- 
tained by the Chicago, Milwaukee & St. Paul Ry. Co. from 
Milwaukee to Red Wing, and to maintain higher rates at 
intermediate points between, but not including, Alta Vista, 
Iowa, and Red Wing. 

3. Orders of suspension vacated. 


F. S. Hollands for Chicago Great Western R. R. Co.; L. F. 
Pratt and E. H. McIntosh for Southern Coal & Coke Co. 


HARLAN, Commissioner: 

For some years the through charges on bituminous coal 
moving to Red Wing, an industrial point in the state of 
Minnesota, either from the coal fields of West Virginia 
or from those in Kentucky, have been $3.10 a ton, made 
up of a proportional rate from Chicago and Milwaukee to 
Red Wing of $1.20 a ton and a rate from thhe mines to 
Chicago and Chicago rate points, including Milwaukee, of 
$1.90 a ton. By an item in one of its tariffs the respondent 
proposed, in respect of coals from the Kentucky mines, 
to eliminate the proportional rate from Chicago to Red 
Wing and to intermediate points, without disturbing its 
application, however, to coals from the West Virginia 
fields. On the protest of the Southern Coal & Coke Co., 
filed in its own behalf and in the interest also of asso- 
ciated companies engaged in the mining of coals in the 
southeastern part of Kentucky, the item was suspended. 
The objection urged by the protestant was that the ex- 
clusion of the Kentucky coals from the benefit of the re- 
spondent’s proportional rate from Chicago and Milwaukee 
to ape Wing would unduly prefer the West Virginia 
coals. 

The history of the adjustment as explained of record 
shows that at one time a joint through rate of $3.10 was 
in effect from the West Virginia mines to Red Wing, but 
that for cOnvenience in tariff publication it was later can- 
celed, leaving in effect through charges of the same 
amount, consisting of a rate of $1.90 to Chicago and Chi- 
cago rate points and a $1.20 proportional rate beyond. 
The $1.90 rate was afterward extended to the Kentucky 
mines. In Coal Rates to Milwaukee and Other Wisconsin 
Points, 27 I. C. C., 223, 229 (The Traffic World, June 21, 
1912, p. 1345), we referred to the latter rate as being 
“lower than we can lawfully compel;” and under it the 
ton-mile earnings of the Chesapeake & Ohio for an aver- 
age haul of 522 miles to Chicago were shown to be 3.6 
mills. There is no suggestion on the record now before 
us of any unreasonableness in that rate or of any dis- 
crimination in that portion of the through charges from 
the mines to Red Wing. The local rate of the respondent 
from Chicago to Red Wing was increased on May 30, 1914, 
from $1.40 to $1.50. The ton-mile earnings of the re- 
spondent for its haul of 409 miles from Chicago to Red 
Wing are, under the $1.20 proportional rate, 2.9 mills, and 
under the $1.50 local rate, 3.66 mills. In defense of the 
latter rate the respondent calls attention to Bituminous 
Coal Operators vs. P. R. R. Co., 23 L.C. C., 385 (The Traffic 
World, May 18, 1912, p. 979). . We there found not to be 
unreasonable a rate of $1.55 per gross ton on bituminous 
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coal from the Clearfield district of Pennsylvania to South 
Amboy, in the state of New Jersey. The earnings under 
this rate were 4.5 mills per ton-mile, the distance being 
345 miles; and during the year 1910 there were moved 
from the Clearfield district to South Amboy 2,363,694 tons 
of coal; whereas during the 12 months ending on May 31, 
1914, but 8,400 tons of Kentucky coal moved from Chicago 
to Red Wing and points intermediate on the proportional 
rate of $1.20. 

It should .be noted at this point that since the hearing 
and under permissive orders in the 1915 Western Rate 
Advance Case, 35 I. C. C., 497, 603 (The Traffic World, 
August 14, 1915, p. 320), a further increase of 10 cents a 
ton has been made in the proportional as well as in the 
local rate from Chicago to Red Wing; so that at this time, 
as disclosed by an examination of the tariffs now in effect, 
those rates are $1.30 and $1.60, respectively. Under this 
new local rate the earnings of the respondent are 3.9 
mills a ton-mile.. We shall heréinafter refer only to the 
rates in effect at the time of the hearing. It may be well 
here to say that the record shows, and we so find, that 
neither the present nor the proposed through charge is 
unreasonable. Indeed, the protestant seems fully to con- 
cede the reasonableness both of the through charge and 
of the factor. beyond Chicago. At the hearing its repre- 
sentative testified as follows: 


We would be satisfied if their (West Virginia) rate was 
raised; in fact, it is immaterial to us what the rate is beyond 
Chicago so long as we are left on the same basis with the 
West Virginia mine. 


The record otherwise makes it clear that the real ques- 
tion before us is one of discrimination. The protestant 
insists— 


That there are no reasons either from competitive or other 
standpoints that will justify the Chicago Great Western in 
attempting to charge more for handling a ton of Kentucky 
coal when identically the same service is rendered in each 
instance. 


When the through rate of $3.10 from the West Virginia 
mines to Red Wing was canceled in October, 1908, both the 
respondent and the Chicago, Milwaukee & St. Paul Rail- 
way, hereinafter called the St. Paul, published from Chi- 
cago to Red Wing proper a proportional rate of $1.20, the 
latter road making the rate applicable also to intermedi- 
ate points on its line. The local rate from Chicago to 
Red Wing was then, as before stated, $1.40 a ton, and it 
so remained until May 30, 1914, when it was increased to 
$1.50. In April of that year the Commission in its-Fourth 
Section Order No. 3839 which, inter alia, involved rates 
on bituminous coal, from Chicago and other points, to Red 
Wing when originating in Kentucky and West Virginia, 
required the respondent to observe the fourth section in 
those instances where its lines were less than 15 per cent 
longer than the short lines. The haul of the St. Paul from 
Chicago to Red Wing is 372 miles and of the respondent 
409 miles. As the latter distance is but 109.9 per cent of 
the short-line mileage of the St. Paul between the same 
points, the respondent thereafter, in pursuance of our 
order, observed the fourth section by maintaining the $1.20 
rate to Red Wing and to intermediate points both as to 
West Virginia and Kentucky coals. It now states that this 
action was taken by it without looking into the conditions 
at the intermediate points: Later, however, when on in- 
vestigation it was found that the Kentucky coal was being 
shipped in volume to the intermediate points and only in 
small quantity to Red Wing, the Chicago Great Western 
decided to comply with the fourth section, so far as Ken- 
tucky coal is concerned, by restoring to the intermediate 
points the $1.50 rate and by increasing the rate of Red 
Wing from $1.20 to $1.50. The latter result was to be 
accomplished as already explained by the withdrawal on 
Kentucky coal of the proportional rate of $1.20-from Chi- 
cago applicable to stations between Durango and Red 
Wing, leaving in effect between those points only the local 
rate of $1.50. To the intermediate stations in Iowa the 
combination rate based on the Mississippi River was $3.25, 
made up of a rate of $2.20 to the river anda proportional 
rate beyond of $1.05; this combination rate, however, was 
not applicable to destinations in Minnesota. The combi- 
nations on the Mississippi: River and other basing points 
are mentioned of record; but as the lowest. combination 
through any gateway controlled, we are here concerned 
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only with the through charges to Red Wing by way of 
Chicago and Milwaukee. 

During the period from January 1, 1914, to May 31, 
1915, but 30 cars of Kentucky coal were handled to sta- 
tions on the line of the respondent in Minnesota, 10 of 
which were destined to Rochester and 20 to Red Wing; 
dnring the same period 236 cars of Kentucky coal moved 
to Iowa points. The respondent therefore was unwilling 
to meet at Red Wing the rate of $1.20 on Kentucky coal, 
in effect from Chicago over the St. Paul. But with re- 
spect to the West Virginia coal the situation is entirely 
different. Red Wing alone consumes annually about 25,000 
tons of such coal, and the traffic is divided equally be- 
tween the respondent and the St. Paul. The latter also 
has a line from Milwaukee which is but 287 miles in length, 
and, as we have seen, the proportional rates of $1.90 and 
$1.20 also apply to and from that junction. The St. Pauli 
therefore could continue the $1.20 rate from Milwaukee 
and not apply it from Chicago, whereas the respondent 
can not participate in this coal traffic to Red Wing unless 
it applies the same proportional rates from Chicago that 
the St. Paul maintains from Milwaukee. The proportional 
rate of $1.90 to Milwaukee applies only on shipments des- 
tined beyond and reaching that point on the car ferries 
of the Grand Trunk or Pere Marquette railroads. The 
local rate to Milwaukee is $2.50 per ton. 

From the standpoint of physical transportation the re- 
spondent admits that there is no difference in the condi- 
tions of carriage from Chicago to Red Wing as between 
the West Virginia and the Kentuckv coals; it contends, 
however, that there is a material difference with respect 
to the competition of the two coals at Red Wing. But on 
this point we find. no facts of record justifying us in hold- 
ing that the respondent may lawfully exact a higher rate 
on Kentucky coal moving through Chicago to Red Wing 
than it exacts at the same time on West Virginia coal 
moving between the same points. It may be well to add 
that our order in the first of the above-entitled suspension 
proceedings expired on February 29, 1916, and thereupon 
the respondent again sought to cancel its present $1.30 
proportional rate on the Kentucky coal; the effectiveness, 
however, of the tariff was stayed by our order in the sec- 
ond of the above-entitled suspension proceedings, which is 
still pending. 

We come now to the two fourth section proceedings, 
the first being the application of the Great Western and 
the other having been filed by the St. Paul. The former 
was heard some time ago, but that portion of it under 
which the Great Western was denied authority to maintain 
a proportional rate from Chicago to Red Wing lower than 
to intermediate points is again before us here for recon- 
sideration. The St. Paul’s proportional rate from Chicago 
and Milwaukee to Red Wing, although not in harmony 
with the requirements of the fourth section, has been law- 
ful because of its application duly filed. In view of the 
close relationship of the suspension proceeding to the two 
*ourth section applications, the whole matter may be dis- 

eséd of in this report. 

The only explanation offered by the St. Paul for its de- 
parture from the requirements of the fourth section is 
that its proportional rate on coal to Red Wing was estab- 
lished in order to place a producer at that point of stone- 
ware and pottery on a parity with the manufacturers of 
like commodities at certain points in Illinois; and it was 
said on its behalf at the hearing that unless fourth sec- 
tion relief was granted the St. Paul would cancel the low 
proportional rate to Red Wing, leaving the local rate to 
apply. As has been pointed out in other fourth section 
proceedings, such a showing does not justify a lower rate 
to a farther distant point than to an intermediate point 
by the direct route. No adequate justification having been 
shown, it follows that so much of the application of the 
St. Paul as seeks authority to maintain a proportional 
rate from Chicago, Milwaukee, and points taking the same 


‘rates to Red Wing lower than to intermediate points must 


be denied. 

The rates on coal from the Kentucky and West Virginia 
fields to Chicago and Milwaukee are the same. The Great 
Western, therefore, as heretofore stated, in order to par- 


‘ticipate in the traffic to Red Wing must meet from Chi- 


cago the rate of the St. Paul from Milwaukee. The route 
of the Great Western from Chicago to Red Wing is sub- 
stantially longer than the route of the St. Paul from Mil- 
waukee. Under these circumstances relief from the re- 
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quirements of the fourth section will be granted to the 
Great Western so as to permit it to establish and main- 
tain, from Chicago and points taking the Chicago rate, the 
same proportional rate to Red Wing on bituminous coal 
originating at points in Kentucky and West Virginia as is 
contemporaneously maintained by the St. Paul from Mil- 
waukee to Red Wing. The Great Western will also be 
permitted to maintain higher rates to the intermediate 
points between, but not including, Alta Vista, in the state 
of Iowa, and Red Wing. 

The granting of this authority will remove the necessity, 
on the part of the Great Western, for maintaining differ- 
ent rates at intermediate points on coal from the Kentucky 
and the West Virginia fields. The resulting equality of 


rates will also remove the discrimination complained of by 
the protestants in the second of the above-entitled suspen- 
sion proceedings. 
The order of suspension still pending will be vacated 
and appropriate fourth section orders will be issued. 
(The fourth section orders are Nos. 6115 and 6116.) 


EXPORT IRON AND STEEL 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Characterizing the proposed advances in rates on export 
iron and steel as a raid on munition manufacturers, the 
Pollak Steel Company of Cincinnati has filed a written 
protest with the Commission asking that the tariffs nam- 
ing the advances, effective October 1, be suspended pending 
inquiry as to the reasonableness of the proposed rates. A 
hearing was set before the Suspension Board on Sep- 
tember 18. 

“There is no necessity for any change,” says the protest. 
“The railroads are making plenty of money on the present 
rates. The reason for the change is not a reason of need 
but a reason of greed; an attempted raid on munition 
manufacturers because they think that munition manu- 
facturers are fair game for all. If it is a good reason 
for increasing the rates that the Pittsburgh shippers will 
not object (they being favored), then this increase is 
just, but otherwise it is unjust. 

“If it is a good reason for increasing the rates that the 
manufacturers of iron and steel, whose best customers are 
the railroads, will be afraid to oppose the increase, then 
this increase is just; but otherwise it is unjust. If it is 
a good reason for increasing the rates that in the distant 
future the foreign purchasers will have to pay it, but in 
the meantime the American manufacturers, who have con- 
tracts on the basis of the present rate, must carry the 
burden, then this increase is just; otherwise it is unjust. 
If the railroads have the right to say when they think 
the shippers are making too much money, and to regulate 
the shipper’s business by increasing the burden of freight 
rates, then this increase is just; otherwise it is unjust.” 

The protestant believes the advances, if allowed to be- 
come effective, will increase an already existing discrimina- 
tion in favor of Pittsburgh. It suggested that if the pro- 
posed advance of $2.76 a ton is just and reasonable, “then 
upon the usual percentage basis as between Pittsburgh 
and New York, on the one hand, and Chicago to New 
York, on the other hand, the rate on steel billets from 
Chicago to New York for export should be $4.60 per ton 
instead of $5.26 per ton as proposed by the carriers.” 

Inasmuch as Cincinnati is an 87 per cent point, the 
Pollak Steel Company figures that the rate from Cincin- 
nati to New York on billets for export should be only $4 
per ton instead of $4.58 as proposed by. the carriers, A 
further suggestion by the protestant is that the advance 
of export rates to the domestic level will make it harder 
for American exporters of iron and steel to compete with 
rivals in Canada and in various foreign countries. 
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About thirty iron and steel and railroad traffic managers 
appeared before the Suspension Board, composed on that 
day of George Crosland and J. M. Jones, to discuss the 
proposal of the carriers to raise export iron and steel 
rates to the level of the domestic. The carriers have 
such tariffs on file to become effective October 1. They 
were placed on the files August 1, so as to give the ship- 
pers, they said, ample opportunity to arrange their affairs. 

The iron and steel men who appeared before the board 
on the day mentioned pointed out that even a sixty-day 
notice is not sufficient in a line of business in which 
contracts running for six, eight, ten and twelve months 
are common. The appearances at the hearing were: 
T. F. Tendly, for the Joseph Joseph Brothers Company 
of Cincinnati; Bernard E. Pollak, Allan R. Campbell and 
E. E. Williamson, for the Pollak Steel Company of Cin- 
cinnati; Tracy H. Duncan, for McCorrigan, McKinney & 
Co., Cleveland; I. P. Blanton, Ironton-Ashland Manufacur- 
ing Association; the C. L. Lingo, Inland Steel Company, 
Indiana Harbor; J. H. Moyle, for McClintic-Marshall Con- 
struction Company, Pittsburgh; A. E. Singleton, Whitaker- 
Glessner Company, Portsmouth & American Rolling Mill 
Company, Middletown, O.; H. W. Forward, Erie Railroad 
Company; J. W. Nessle, C. F. A. lines and Pittsburgh & 
Lake Erie; John J. Koch, Pennsylvania Lines West of 
Pittsburgh; F. C. Baird, Bessemer & Lake Erie; George 
B. Ogdon, Pennsylvania Railroad Company; D. L. Gray, 
Erie; H. R. Lewis, Baltimore & Ohio; J. B. Ruffin, Nor- 
folk & Western; B. W. Herrman, Norfolk & Western; John 
H. Crawford, D., L. & W.; R. L. Russel, Philadelphia & 
Reading; H. C. Hamilton, Lehigh Valley; Francis LeBau, 
New York Central; C. C. McCain, Trunk Line Association, 
ani George O. Somers, Transcontinental Freight Bureau. 

E. E. Williamson, Allen R. Campbell, B. E. Pollak, J. H. 
Moyle, C. L. Lingo, A. E. Singleton and J. B. Ruffin for- 
mally discussed the proposal of the carriers. Mr. Wil- 
liamson said the proposed 50 per cent advance in the 
rates was without justification and a mere attempt on 
the part of the carriers to take on themselves some of 
the money which they think iron and steel makers are 
making- out of their product that is going to the warring 
nations of Europe. 

Mr. Campbell said it was a temporary position in which 
the iron and steel manufacturers who have unexpired con- 
tracts will suffer losses. He said that after the con- 
tracts are filled the losses will fall on foreign governments. 
The latter, he said, realized the situation, but they doubt 
whether they would have any standing before the Com- 
mission to protest against the advances. Mr. Pollak said 
the minimum loss to his company, by reason of outstand- 
ing contracts, if the advances are allowed to become ef- 
fective, will be $100,000. He said that 95 per cent of his 
company’s business goes to foreign governments. He said 


- that when the war began the railroads of the iron and 


steel industry were flat and that one steel mill was operat- 
ing on more than a 40 per cent capacity basis. He said 
that very little of their foreign business is with other 
than foreign governments. 

“They caught you in bad company, didn’t they?” said 
Mr. Crosland after J. H. Moyle had said that the com- 


-~pany.he represented is not engaged in the “shell game,” 
‘that is; the business of supplying shells for the allies. Mr. 
Moyle sdid that his company fabricates bridge materials 
‘and has obtained no help, so far as he knows, from the 


war. 


. “We don’t like this socialistic scheme of ‘if you have a 
friend that has any money take it away from him,’” said 
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Cc. L. Lingo of the Inland Steel Company. “I don’t know 
what the Commission will think of it, but I can’t con- 
ceive of it allowing anything of this kind. being put 
through. The railroads have no justification for propos- 
ing these advances other than that we are making money 
and they think that they should have some of it, although, 
as a matter of fact, they are making more money now 
than they ever before made in their lives. Our company 
is now for the first time in its history engaged in the 
export business. Before the war it was impossible for us 
te ship to the Atlantic seaboard because plants at Pitts- 
burgh had an advantage over us which we could not over- 
come. If this advance is allowed the Pittsburgh mills 
will have a still greater advantage over us. 

“The Inland Steel Company did not assent to this ad- 
vance. I understand some steel companies agreed to make 
no protest. They consent to the railroads taking $3 a 
ton from them because as soon as the deal was completed 
they advanced the price of steel rails $5 per ton. It is no 
loss to them to have to pay $3 a ton more on their export 
stuff, but we are not a party to such an arrangement.” 


A. E. Singleton said his company was represented at a 
conference on the subject in New York on May 25, at 
which time Mr. Gray of Erie said that undoubtedly when 
conditions were restored to the normal the export rates 
would be also restored. Mr. Singleton said that not one 
of the railroad companies had dared to say that the export 
business was unprofitable. 

The hearing came to an end at noon September 19. To 
a large extent, the morning session of September 19 was a 
resume of the points made the day before. 


Defense of the position taken by the carriers was made 
at the September 18 afternoon session by Chairman Mc- 
Cain of the Trunk Line Association. He was at pains to 
point out the history of the export rates so as to lay a 
good foundation for the action now proposed. He read 
from the correspondence between the chief figures in the 
iron and steel trade in 1903 to show that the railroads 
had made a 33% per cent reduction in the domestic iron 
and steel rates so as to give the manufacturers an oppor- 
tunity to reach out for foreign business. The reduction 
was made because the steel business and the railroads 
were then both in distress. The railroads figured it would 
be good business for them to do something to keep the 
steel mills running. The manufacturers asked for export 
rates one-half of the domestic, but the carriers felt they 
could not afford so great a reduction. 


“There is not now any distress in the iron and steel 
industry,” said Mr. McCain, “and the carriers are merely 
proposing a restoration of the rates to the point at which 
they stcod when exceptional conditions caused the rail- 
roads to make exceptional reductions.” 


Mr. Crosland asked what change had taken place in 
transportation to warrant such a change in rates. Samuel 
Woodside of the Wabash Pittsburgh terminal interjected a 
declaration that one fact is that the current of iron and 
steel movement has been reversed. He said that while in 
1913 two-thirds of the iron and steel tonnage of the Penn- 
sylvania moved westward, now two-thirds moves east. 
Other carriers have also felt a similar change. 


“But for the export ‘business, you would not have a 
bit. of domestic tonnage to move,” said B. E. Pollak. 
“You know and everybody else knows that the iron and 
steel business was operating to 40 per cent of its capacity 
only when the war broke out. 

“It’s only by the grace of God and this war,” said Mr. 
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Woodside, “that this country is not now in a condition 
I hate to think about.” 

“Now you're getting into politics,’ observed I. P. Blan- 
ton. Mr. Woodside said he was willing to discuss the sub- 
ject on a political basis, if necessary. 

Tracy H. Duncan, for Corrigan, McKinney & Co., of 
Cleveland, protested against the advances, which, for that 
firm, he declared, run from 33 to 73 per cent. 

Mr. Nessle for the Pittsburgh & Lake Erie and other 
Central Freight Association lines, handed statistics to Mr. 
McCain showing the increases in the prices of iron and 
steel since 1903, when the low export rates were made, 
range from 114 to 183 per cent, even as reported by gov- 
ernment statisticians, who, he intimated, are conservative 
and take average prices rather than the highest and th2 
lowest. 

At the morning session of September 19 Francis L. 
LaBau, freight traffic manager of the New York Central 
Lines, said this move was a withdrawal of the 334% per 
cent reduction made in 1903 when the steel business was 
depressed, and is not a 50 per cent advance. The pro- 
posed rates, Mr. LaBau said, should have been put into 
effect two years ago, but the railroads did not get to- 
gether on the question as to whether there should be a 
complete or partial restoration of the rates applying prior 
to November 1, 1903. There are a great many manufac- 
tured articles, he said, whose producers are now figuring 
on expansion of foreign trade, particularly in Latin-Amer- 
ica. 

The Federal Trade Commission, Mr. LaBau pointed out, 
has discussed this situation and has taken up a sugges- 
tion to have joint rates established with a view to build- 
ing up foreign trade for the American manufacturer. «Mr. 
LaBau said, if the railroads did make reductions, it must 
not be construed that the lowered rate would become 
petrified. He hoped the Interstate Commerce Commission 
would not place such a construction on such actions by 
the railroads. He indicated that the carriers were ready 
to co-operate and so to adjust rates that they would en- 
courage expansion of American business interests in for- 
eign countries. The competition in South America, Africa, 
Australia and Mediterranean countries, Mr. LaBau said, 
had been with France, Belgium, Germany and England. 
All these countries, it was explained, are now engaged in 
war and they are not now producing for export. Com- 
petition, therefore, he said, has disappeared, as has that 
which existed in 1903. 

A. E. Singleton, for the American Rolling Mill Com- 
pany, said that A. F. Mack, freight traffic manager of the 
United States Steel Products Company, stated at the con- 
ference of railroad men and steel shippers, on May 25, 
that competition in Latin-America and in the Orient had 
by no means been removed, but that, on.the conirary, 
England is selling in those parts of the world and had 
the advantage of the United States in the matter of ocean 
freight rates. 

George D. Ogden of the Pennsylvania Railroad, in an 
effort to justify the proposed advance, said it was neces- 
sary for the Pennsylvania to improve and enlarge its 
terminal facilities at New York, Philadelphia and Balti- 
more to adequately handle export trade. At New York 
alone, he said, this would require an outlay of more than 
$25,000,000. It was also urged that it costs more to de- 
liver shipments -to shipside than it does to deliver do- 
mestic consignments. He also called attention to the 
fact that on export business the free time allowance is 
fifteen days, instead of only forty-eight hours. To show the 
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burdens, in part placed upon the railroads by the ex- 
porters, by reason of congested conditions at ports, Mr. 
Ogaen pointed out methods he alleged shippers had 
adopted to escape embargoes on export shipments. First, 
he said, shippers billed export traffic at domestic rates. 
Then, Mr. Ogden asserted, it became necessary to em- 
bargo domestic shipments. Then, he said, shippers sent 
their products in less than carload lots and these had to 
be embargoed. Resorting to further tactics, Mr. Ogden 
said, manufacturers shipped to points as near to the coast 
as possible and anxiously awaited the time when embar- 
goes would be lifted, so that these shipments could be 
rushed to the ports. 

Export rates on iron and steel articles are abnormally 
low and out of proportion to domestic rates, according to 
a statement made by C. C. McCain, chairman of the Trunk 
Line Association. Conditions generally justify the carriers 
in placing export rates upon a parity with domestic. 

Cc. L. Lingo, traffic manager for the Inland Steel Com- 
pany, said that if Eugene V. Debs were present he would 
be delighted to find that the railroads had adopted his 
views with regard to socialism. He amplified this by say- 
ing the only reason the railroads had for proposing in- 
creased rates was that the shippers are making money 
and the railroads want some of it. 


The closing statement was made by Allen R. Campbell, 
counsel for the Pollak Steel Company. He reiterated the 
claim that the present export rates on iron and steel 
products are profitable to the carriers and that they have 
utterly failed to justify the proposed increases. 


Transcontinental Rates 


Changes proposed by transcontinental carriers in the 
export rates on iron and steel articles from Chicago and 
Pittsburgh to Pacific Coast ports were protested to the 
suspension board, September 18, by C. L. Lingo, traffic 
manager for the Inland Steel Company of Chicago. The 
present rates, 30 and 40 cents per 100 pounds, respectively, 
from Chicago and Pittsburgh on structural. The proposed 
rates are 40 and 45 cents. Mr. Lingo said he had no ob- 
jection to the advances, but he did oppose the reduction 
of the differential in favor of Pittsburgh. He contended 
that the present differential of ten cents per 100 pounds 
should be continued. 

Sheet steel and plates are also named for advances in 
export rates to the Pacific Coast. The rates proposed for 
sheets and plates are similar to the advances proposed 
on structural steel. The relationship is also to be 
changed in favor of Pittsburgh. 

George E. Somers, for the transcontinental lines, ap- 
peared in opposition to the petition taken by the Inland 
Steel Company, and in support of the proposed increase 
from 30 to 40 cents. He said this advance was not to be 
considered as the outcome of the hearing before the Fourth 
Section Board recently, but that these tariffs were filed 
on June 6. He said that the 30-cent rate is surrounded 
with restrictions, most of which have been removed in 
the new tariffs. Under the lower rate there was small 
movement, chiefly, it was supposed, on account of the re- 
strictions. Mr. Somers said the Pittsburgh steel man has 
no interest in the rate from Chicago and, vice versa, the 
Chicago man has no real interest in the Pittsburgh rate 
because Pittsburgh cannot ship to the Pacific Coast. He 
said the increase in the per ton per mile is from to 2.5 to 
3.5. He said the Commission, in its amended Fourth Sec- 
tion Order No. 124, said that a rate of 3.5 mills per mile 
is a reasonable one. 
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IRON. ORE RATE DECISION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The peculiarities and apparent inconsistencies hereto- 
fore pointed out in the Commission’s decision in the iron 
ore rate cases did not exhaust the list of points iron and 
steel men are making against the attempt of the Commis- 
sion to settle a difficult question. As yet, however, no 
one has come to a definite conclusion as to how the order 
of the Commission is to be set aside unless that body 
itself is persuaded that in this instance it has made almost 
as great an error as it made in the Industrial Railways 
case and the car-spotting matter. 

The iron and steel trade has about persuaded itself that 
the underlying theory of the Commission in disposing of 
this case is the one it attempted to put into effect in the 
Tap Line, Industrial Railways, Car-Spotting and Lighter- 
age cases. Whether the Commission can be persuaded that 
it should retrace its steps or materially modify them is a 
question no one is prepared to answer. 


Amusement has been caused by the fact that some of 
the newspapers in their. reports of the case called atten- 
tion to what they referred to as heavy reductions in the 
ore rate. Among others they remarked that the rate to 
Titusville, Pa., had been cut from 88 to 56 cents, a re 
duction of 32 cents; that 25 cents had been cut from the 
rate to Franklin, Pa., and 18 from the rate applying at 
Ambridge, Coraopolis, Neville and McKee’s Rocks; 11 cents 
from the rate to Leechburg and Vandergrift and 8 cents 
from the charge to Connellsville. The men in the iron 
and steel trade are laughing for the reason that there is 
no more need for iron ore at any of the places mentioned, 
other than Neville, than a toad has for a pocketbook. 
There are no furnaces at any of them, except Neville. The 
last mentioned furnace, however, is one of those known 
as a fair-weather plant. It operates only when the price 
of pig iron is so high that anything that looks like a 
blast furnace can be operated at a profit. The furnace on 
Neville Island was recently put in blast after an idleness 
of four years. 


Blast furnace interests at Donora and Monessen are 
expected to undertake a fight for better treatment at the 
hands of the Commission. They were taken out of the 
Pittsburgh and put into the Johnstown district, because 
they are more than the 160 miles from the nearest lake 
port, Donora being 163 and Monessen 162 and a fraction 
miles from the lake. In behalf of Monessen it is pointed 
out that on a weighted average for five years, Monessen. 
the plant at which has not been operating for that length 
of time, is 167 miles from the lake. It is to be put into 
a district with points having an average weighted dis- 
tance running as high as 228 miles, while Benwood, Kit- 
tanning and Clairton, left in the Pittsburgh district, have 
weighted averages of 160, 202 and 172 miles. In behalf 
cf Monessen it is further pointed out that its weighted 
average distance is 11 miles less than the lowest weighted 
average point in the new Johnstown district and 34 miles 
shorter than the average weighted distance to all other 
points in that district. It is also pointed out that it is 
five miles shorter than the weighted average distance to 
Clairton, one of the leading points in the Pittsburgh dis- 
trict, as ordered to be constituted, and five miles shorter 
than the weighted average distance to Kittanning, also in 
the reconstituted Pittsburgh district. 


The Commission’s report in the case contains conflicting 
figures. concerning the Kittanning distance. On page 219 
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of the report, the distance from Conneaut Harbor via the 
Bessemer & Lake Erie and Pennsylvania Railroad is given 
as 146 miles; On page 230, the shortest distance to Kit- 
tanning from any lake port is given as 168.53 miles. The 
weighted average is 202.82 miles. There were no ore 
shipments to that point during the year 1914. 


Dissatisfied blast furnace men suggest the Commission’s 
reason for refusing to bring ore rates to points in the 
Pittsburgh-Wheeling, Midland, Youngstown and Leetonia 
groups down to the level of rates in southern and south- 
western Ohio and points east of Johnstown, Pa., will not 
stand a court test. As they read the report, the Com- 
mission justified its refusal mainly on the ground that 
the rates had been long in effect and that reductions 
would result in a material diminution of the revenues of 
the carriers. They claim that such a reason is a plain 
refusal to carry out the mandate of the law that rates 
shall be just and reasonable. 


NEW C. F. A. CLASS SCALE 

THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The little that is already known about the new Central 

Freight Association class rate scale filed by Chairman 

Morris leads to the opinion that the tariffs, bearing effect- 

ive date of December 1, will be suspended. It is sus- 

pected the shippers will declare that the scale is not what 

was authorized or suggested in the Commission’s first 
report in the Five Per Cent case. 


The first tariff filed by Morris, naming rates between 
points in Indiana and between points in Indiana and 
Louisville, Henderson and Owensboro, Ky., shows advances 
over existing rates running from 9 to more than 19 per 
cent. For instance, the @rst-class rate from Indianapolis 
to Whiting is now 33.1 cents. The proposed rate is 39.5 
cents. The existing first-class rate to Louisville is 27.3 
cents and the proposed 33. To Henderson the present 
rate is 40.6 cents and the proposed 45. 


These additions to the present rates are placed on top 
of the advances made as a result of the decision in the 
Five Per Cent case. In other words, the Indianapolis- 
Whiting rate, presumably increased 5 per cent as a result 
of the Five Per Cent decision, is now to be still farther 
advanced 19.5 per cent, or in all just about 25 per cent 
from what it was when the depression in business, ac- 
centuated, for a short time, by the outbreak of the Euro- 
pean war, caused the Commission to allow the 5 per 
cent advance. 


It is suggested that possibly the rates quoted are among 
those which were badly adjusted at the time the Com- 
mission’s report was made. In that report the Commission 
said: “The class rate structure (in C. F. A.) is honey- 
combed with inconsistencies. That scale of rates is said 
to be largely controlled by an Ohio statute, which holds 
the first-class rate down to a level of 7.5 cents per 100 
pounds for the first 30 miles. As a result the second and 
third classes are upon the same level as the first class 
for nearly that distance; and the resulting rate structure 
is not logical, nor are the rates remunerative.” 

The scale carried in the initial Morris tariff, intended 
to bring about a change, establishes 11 cents for the first 
class for distances of five miles and not-more than ten. 
That is the rate applying for that distance westward from 
New York. we 


At the time the Five Per Cent case was on trial it was 
known and openly mentioned that the Central Freight 
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Association roads were not convinced that a horizontal 
advance of five per cent would be sufficient for them. 
They joined the trunk lines, however, in a request for 
such an advance in the whole of Official Classification 
territory, so as to avoid confusion. 

While there is a feeling that the new tariffs will be 
suspended so as to allow a full investigation, it is be- 
lieved to be also certain that a material advance ulti- 
mately will be allowed. Formal notice that the Central 
Freight Association roads would ask for relief greater 
than that proposed in the Five Per Cent case was served 
at the time, so that what Morris and his colleagues have 
done cannot be. said to surprise anybody in any phase 
other than the amount of the advances. Whether they 
are, as the shippers are expected to declare, out of all 
proportion to what the Central Freight Association lines 
have a right to expect, is something that will have to be 
determined after the tariffs have been made available for 
inspection. 

It is suspected that the Central Freight Association 
lines have brought the class scale up as near to the level 
of the class rates in Trunk Line territory as possible, 
notwithstanding the fact that topographical conditions in 
practically the whole territory are more favorable to low 
costs of operation than in Trunk Line territory. There is 
no thought that they have undertaken to make a higher 
level, because such a course, it is believed, would react 
unfavorably upon them. It is suggested that they might 
well ask for as high a level because the density of traffic 
is not as great in Central Freight Association as in Trunk 
Line, on an average, although.in parts it is greater than 
in some parts of Trunk Line. 


Under existing conditions it is believed the higher rates © 
could be paid by shippers without much difficulty. That 
theory is based, however, on the assumption that war- 
time prosperity has spread out so generally that lines of 
business not directly affected by the war prosperity are 
in a condition to now stand a rehabilitation of the rates 
of .Central Freight roads. 

In his dissenting opinion in the first report on the Five 
Per Cent case, Commissioner McChord pointed out what 
he said was the misleading: character of the declaration 
that, generally speaking, Central Freight Association class 
rates were lower than class rates in Trunk Line territory. As 
much as he would admit was that for short distances a 
good many Central Freight Association rates were lower 
than rates for like distances in Trunk Line territory. One 
of the facts pointed out by him was that first-class west- 
bound from New York class rates were then lower than 
eastbound class rates from East St. Louis. The wesi- 
bound scale started with 11 cents for 10 miles, and the 
eastbound scale with 12 for a like distance, and that for 
every distance up to 1,000 miles the eastbound scale of 
class rates was even then higher than the westbound. 

Mr. McChord was arguing that if class rates in Central 
Freight Association were too low, then they were also 
too low in Trunk Line territory. He was chiding his col- 
leagues for granting an advance in Central Freight Asso- 
ciation and denying it in Trunk Line. He thought the 
advances should have been allowed in both parts of 
Official Classification territory. 

The new Central Freight Association class rates will be 
published in eight tariffs to be issued by Agent Morris. Four 
of them have been filed, and the others should be filed 
within the next few days, and probably will be. A small 
portion of the new rates will be published by some of the 
carriers themselves, but the general readjustment will 
be effected by Agent Morris’ tariffs. : 
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EXCLUSIVE FEDERAL CONTROL 


(Circular sent to the members of the National Industrial 
Traffic League by the President and Secretary, under date of 
September 20.) 


At the recent Detroit meeting of the league, the chair- 
man of the legislative committee submitted a report on 
Senate Joint Resolution 60, which resolution had been 
adopted by Congress and approved by the President. 

The joint congressional committee provided for by the 
resolution has been appointed and is generally referred to 
as the ‘Newlands Committee.’ This committee is required 
to investigate the subjects of: 

Government control and regulation of interstate and for- 
eign commerce. , 

The efficiency of the existing system in protecting th 
rights of shippers and carriers and in promoting the pub- 
lic interest. 

The incorporation or control of the incorporation of car- 


riers. 

All proposed changes in the organization of the Inter- 
state Commerce Commission and the Act to Regulate Com- 
merce. 

Government ownership of all public utilities, such as tele- 
graph, wireless, telephone, express companies and rail- 
roads engaged in interstate and foreign commerce, and re- 
port as to the wisdom or feasibility of government owner- 
ship of such utilities. 

The comparative worth and efficiency of government 
regulation and control as compared with government own- 
ership and operation. : 

The chairman of the legislative committee of the league 
stated that there is involved in this investigation the ques- 
tion as to whether the present public policy of a dual sys- 
tem of regulation, state and federal, shall be changed to a 
public policy of exclusive federal control for both state 
and interstate affairs. That this issue is now squarely be- 
fore the public and that the members of the league should 
take these questions before their respective organizations, 
where -the member represents a commercial or shippers’ 
organization, or to his principal, if representing an indi- 
vidual concern, and come to the annual meeting or to a 
special meeting of the league, if called for that purpose, 
prepared to definitely present the views of each, in order 
that the league may act advisedly in the matter. 

It was also pointed out that the members should give 
consideration to the co-related matters of taxation, physical 
operation, train service, hours of service, police power, etc. 


The committee of the league having this matter in charge 
will be advised of the procedure of the Newlands commit- 
tee, and the membership of the league will be kept fully 
informed. It has been announced that hearings before the 
Newlands committee will begin at Washington on or about 
November 20, and it is understood that subsequent hear- 
ings will be conducted in several parts of the country, at 
which all interested parties will be given an opportunity 
to be heard. 

The league desires its members to specifically answer the 
following questions: 

1. Shall the league favor exclusive federal control or 
regulation as opposed to the present dual system? 

2. Shall the league favor exclusive federal incorpora- 
tion of all common carriers and federal regulation of the 
issuance of securities? 

3. If there is to be exclusive federal incorporation and 
regulation, what shall be done about taxation? Shall the 
state continue to tax, or shall the tax be fixed and con- 
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‘rolled by the federal government, and then apportioned 
among the states traversed by the respective railroads? 

4. If exclusive federal control is to be the policy, what 
shall be done about the police power of the state, the right 
to regulate hours of service, operation of trains on Sun- 
days and legal holidays, speed limits, fencing, track eleva- 
tion, etc.? 

5. What changes are necessary in the present Act to 
Regulate Commerce? Why?. 

6. If you favor exclusive federal control: 

A—Shall such an act be administered by one commis- 
sion? . 

B—How many members? How selected? 

C—How should such a body be organized? 

D—If regional, how should the regions be determined? 
Why? ; 

E—Should the power of the regional commissioners be 
final or subject to some central body? | 

7. If you favor the present system: 

A—Shall the Interstate Commerce Commission be re- 
organized? Why? 

B—If so, how? Merely by increasing its members with 
authority to subdivide itself in divisions for separate parts 
cf its work, or should it be largely increased with units 
sitting permanently in different parts of the2country? Why? 

8. The league desires its members also to discuss and 
offer suggestions or recommendations upon any phase of 
this general subject that may be of interest to the mem- 
ber responding. 

This is the most important subject which has ever come 
yefore this organization; the members of this league are 
vetter qualified than most to intelligently and fairly con- 
sider it, and are urged to view and consider these mat- 
ters from the broad viewpoint of what is best for the 
great public interest. 

Members are urged to be prepared to definitely answer 
these questions in the very near future, as the league 
should take the necessary action at its annual meeting in 
November, unless it should be deemed advisable to call a 
special meeting at an earlier date. 


THE PHILADELPHIA MOVEMENT 


Philadelphia, Pa., Sept. 20.—The Philadelphia Joint Com- 
mittee on the Reasonable Regulation of Railroads is pre- 
paring a second edition of its publication on “Reasonable 
Regulation of Railroads,’ which sets forth its propaganda 
for exclusively federal regulation of the railroads of the 
United States and outlines the “Philadelphia Plan” for fed- 
eral incorporation, reorganization of the Interstate Com- 
merce Commission, and federal regulation over questions 
of expenditures and wage disputes. The first edition, is- 
sued last March, and numbering 2,000 copies, received 
widespread circulation throughout the country and the 
study of shippers, economists, attorneys and railroad offi- 
cials. The second edition will be revised’and will -con- 
tain excerpts from endorsements of centralized regulation 
made by men representative of all parties interested in the 
problem of equitable regulation. Offcials of the joift com- 
mittee have expressed satisfaction over the demand for 
the first edition and the genéral discussion which it has 
aroused. } : 

Plans for representation at hearing of. the Newlands 
investigating committee of Congress on behalf’ of ‘exclu- 
sively. federal regulation will be discussed at a meeting of 
the delegates from the commercial organizations compris- 
ing the joint committee next Tuesday, September 26. The 
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joint committee has asked for sittings of the Newlands com- 
mission in Philadelphia before its investigation is com- 
pleted and by that time expects to be spokesman for the 
views of many commercial and shipping interests in all 
sections of the country. Endorsements of its propaganda 
are now reaching its headquarters in the Philadelphia 
Bourse and the committee today received a request from 
one of the largest traffic associations of the middle West 
to send a representative to explain the joint committee’s 
stand and the “Philadelphia Plan” at the western organiza- 
tion’s annual meeting in November. . 

That the commercial and shipping interests of the coun- 
try should determine upon specific recommendations in the 
matter of reform in regulation of railroads and voice them 
to the congressional committee, rather than wait until the 
railroads should act is the belief of the joint committee. 
In a statement issued to-day its executive committee says 
in part: 

“In the pending investigation by Congress of the whole 
railroad problem, the shipping and commercial interests 
have as much concern as the railroads themselves. 
interests of the former are dependent upon the condition 
and efficiency of the railroads of the United States and 
upon the prompt and proper handling of the raw materials 
and merchandise coming to and going from their plants 
and places of business. Their peculiar interest and their 
judgment is entitled to receive the most careful considera- 
tion. It is right and necessary, therefore, that the shippers 
and commercial organizations of the country should give 
their judgment and their experience to the congressional in- 
vestigators and should play a part no less important than 
that of the railroads themselves. 

“The joint committee, which represents the shipping 
and manufacturing interests of this city and vicinity and 
those of other sections of the country who have endorsed 
its propaganda, feels that for commercial associations to 
wait until the railroads have appeared in the national in- 
quiry before expressing their views is a stand not well 
taken. There has in the past existed too much criticism 
on the part of shippers and too little constructive sugges- 
tion. The pending investigation affords an opportunity for 
the commercial interests to offer specific recommendations 
of a character that will receive consideration. It should 
not be neglected. A policy calling for ‘waiting until we 
see what the railroads do’ is inconsistent with the weight 
and importance of their position in the question of rail- 
road operation and regulation. The quality of the service 
rendered by the railroads depends upon the ability of the 
roads to give the best possible service. Shippers are in a 
position to know in what respect certain service may be 
wanting or what handicaps to efficient service may exist. 
Let the shippers, therefore, now prepare to take their 
proper place-in the congressional inquiry and present for 
_the consideration of the Commission and the a aa some- 
thing both definite and constructive. 

“The Philadelphia Joint Committee advocates unquali- 
fied federal regulation of railroads and is convinced that 
the present dual regulation results in hardship upon the 
shippers and the railroads, Its. primary purpose has been, 
however, to arouse. throughout the country a comprehensive 
‘discussion of the railroad regulation and legislation prob- 
lem out of which might. be -developed a. remedial program 
supported by the country at large. a 

The joint committee wishes it understood that the recent 
statement made to it by C. H. Tiffany, traffic manager of 
the New England Paper and Pulp Traffic Association, citing 
instances of hardships worked on paper manufacturers in 
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interstate shipments through state-controlled rates, and 
made public by the joint committee, represents Mr. 
Tiffany’s personal opinion and not that of his association. 
The New England Paper and Pulp Traffic Association has 
decided not to take a stand on the question of .regulation 
reform at this time, in view of the pending congressional 
investigation. 


COURT VS. COMMISSION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


What is the rate on boots and shoes from Boston, Provi- 
dence and New York to Atlanta—95 cents or 119 cents? 
The Interstate Commerce Commission, if formally asked, 
would say 119 cents. Judge Lambdih, W. A. Wimbish and 
jobbers in Atlanta would undoubtedly give the lower fig- 
ure. The tariffs on file with the Commission say the rate 
is 119 cents, and has been so ever since the first moment 
of September 15. The records of Judge Lambdin’s U. S. 
District Court show that since September 12 there has 
been an order temporarily restraining the Central Rail- 
road of Georgia and the Ocean Steamship Company of 
Savannah “from advancing the existing freight rates on 
boots and shoes from Boston, Providence and New York 
to Atlanta, ocean and rail, through the port of Savannah, 
or otherwise in any way disturbing the existing status 
affecting the freight charges for such transportation.” 

Section 6 of the Act to regulate commerce directs the 
railroad and steamship companies to file their rates, and 
they have done so. It also forbids them to receive any- 
thing other than the regularly published rates for such 
transportation. 

Fhe Commission has no official information that Judge 
Lambdin has interposed his equity writ between the law 
and the common carriers, forbidding them, temporarily, 
to make any change in the rates as they existed on Sep- 
tember 12. Neither the Commission nor the United States 
government is a party to the suit. They cannot have 
official information on the point. They, however, were to 
intervene at the hearing at Savannah on September 22, 
when the question was as to whether the restraining 
order should be converted into a permanent injunction. 


In the eyes of Judge Lambdin, of the federal bench for 
the Eastern Division of the Southern District of Georgia, 
the Interstate Commerce Commission, in issuing its Fourth 
Section Order No. 3866, relating to violations in the South- 


‘east, afforded ground for the contention of William A 


Wimbish, attorney for M. C. Kiser and other shoe dealers 
at Atlanta, that in allowing an increase in rates on shoes 
from Providence, Boston and New York to Atlanta, it 
violated the fifth gmendment to the federal constitution. 
That amendment forbids the taking of property without 
compensation and without due process of law. Mr. Wim- 
bish’s bill in equity, on which Judge Lambdin issued a 
restraining order, dated September 12, says: 

“This is a suit of a civil nature in equity arising under 
the constitution and laws of the United States, and in- 
volves the construction and application of the fifth amend- 
ment to the constitution of the United States and the 


_Act to regulate commerce, approved Feb. 4, 1887, together 
‘ with amendments thereto, and particularly the fourth sec- 
‘tion of said.act as amended. June 18, 1910.” 


The bill, after setting forth the salient facts respecting 
the controversy pertaining to the proper rate to be ap- 


.plied on boots and shoes which has been going on since 


1905, asserts that the Commission’s declaration to sus- 
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pend the advances made in compliance, as carriers assert, 
with Fourth Section Order No. 3866, declares that the 
refusal of the Commission to suspend the advances was 
based on an erroneous construction placed by the Com- 
mission* upon amended fourth section. Therefore, Mr. 
Wimbish contends, that it is a pure question of law which 
Judge Lambdin has power to dispose of under the general 
equity jurisdiction vested in courts of the United States 
b: the federal constitution. The complainants submit that 
the construction placed by the Commission upon the 
amended fourth section was erroneous and incorrect in 
the following respects: 


1. It was error to confine relief under the fourth section to 
those terminal points to which rates have been abnormally 
depressed by competition beyond the control of the Southern 
carriers, such as water competition and competition resulting 
from a combination of trunk line and water rates. 

2. It was error in determining whether relief should be 
granted under the fourth section to regard all the lines in the 
southeast as constituting one system; in averaging their gross 
and net earnings, and their surplus from operation applicable 
to dividends or return on investment, and to consider upon 
this basis what would be the eect upon the carriers and their 
revenues should strict compliance with the amended fourth 


section be required; whereas, under the law, each point is. 


entitled to all of the advantages of its particular situation, in- 
cluding the physical and financial strength of the carriers that 
serve it; and it cannot lawfully be subjected to higher rates 
than would otherwise be reasonable upon the ground that a 
similar scale of rates applied to destinations upon the lines of 
weaker carriers, might prove disastrous to such carriers. 


» 8. It was error to make an average of many hundreds or 
thousands of rates charged by the southern carriers on traffic 
to local, non-competitive stations, and on this basis to con- 
struct a mileage scale as representing normal reasonable rates 
to all points other than those to which the rates were de- 
pressed by competition beyond the control of the southern 
carriers; to accept such a standard is to make distance the 
single factor, and to disregard every other consideration that 
necessarily enters into the determination of just and reasonable 
rates; and the application of such standard as the single domi- 
nant and controlling factor so as to permit rates to important 
commercial and transportation centers to be advanced to the 
high level of the average rates to local non-competitive points, 
is in plain violation of the intent of Congress, and in contra- 
vention of all laws of transportation economics; to permit the 
method adopted by the carriers of increasing rates to impor- 
tant commercial centers where the forces of competition, if 
unrestrained, would have natural play, and of raising the rates 
to the high level of those to local non-competitive points, would 
have the effect of creating greater and more injurious dis- 
criminations under the third section than those now existing 
under the fourth section of the act. 


4. A proper construction of the Act to regulate commerce, 
including the amended fourth section, demands that the car- 
riers in readjusting their rates shall first consider whether the 
rates to the more distant terminal points are just and reason- 
able under all of the facts and circumstances, and if found to 
be so rates to the intermediate points should be brought down 
to that level, excepting to those points where the circumstances 
and conditions are so dissimilar from a transportation stand- 
point as to justify higher rates than to the terminal points. 

These complainants further say and submit that the amend- 
ment of June 18, 1910, to the fourth section of the Act to regu- 
late commerce simply transferred from the carriers to the 
Commission the primary function and power of determining, 
in special cases, after investigation, the question whether 
transportation ‘conditions at a particular terminal point were 
such as to authorize or justify a departure from the long and 
short haul rule, and, if so, to what extent; and that in con- 
sidering and determining this question, in the first instance, 
it was the duty of the Commission to take into account all 
the facts, circumstances and conditions affecting thé transpor- 
tation that the carriers would have had a right to consider in 
making the rates prior to said amendment to the fourth sec- 
tion, such as market competition, carrier competition, com- 
mercial conditions, geographical location, terminal facilities, 
etc. 

Complainants aver upon information and belief that the de- 
fendant, The Ocean Steamship Co. of Savannah. is owned and 
controlled by the defendant Central of Georgia Ry. Co., so that 
said steamship company is merely a subsidiary corporation or 
agency of said railway company, separately organized and 
operated for purposes of convenience. As has been shown, the 
steamship company in connection with the railway company 
operates over through routes and under joint rates from Boston 
and New York to Atlanta, through the port of Savannah. A 
proper construction of the amended fourth section of the act 
as strictly to be applied to the continuous through haul of 
boots and shoes from either and each of said eastern cities to 
Atlanta. requires that the rates from said eastern cities to 
points intermediate Atlanta on this line or route only shall 
not exceed_the rate or charge made to Atlanta, the primary 
thovgeht of Congress being that the rates to the intermediate 
points shall be brought down to the level of the ratés to termi- 
nal points. The Interstate’ Commerce Commission’ may, ho6w- 
ever, upon application and after investigation, in special cases, 
authorize the carriers to charge less for the longer than for the 
shorter haul, and from time to time -prescribe the extent to 
which the carrier may be relieved from the operation of the 
rule. In determining whether relief shall be granted under 
this clause, the Interstate Commerce Commission should and 
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must first considr and determine whether the rates and charges 
on this traffic from Boston and New York to Atlanta are just 
and reasonable under all the circumstances and conditions 
affecting the transportation; and if such rates are found to be 
reasonable for the service performed, the Commission is with- 
out power to permit the carriers to increase or advance such rates 
in order that disparities in the rates to intermediate Eamate may 
be removed. In determining whether relief should granted 
under the fourth section, the Commission should and must. con- 
fine its consideration to the particular traffic and the particular 
line or route; and is neither required nor permitted to deprive 
the terminal point of just and reasonable rates under the first 
section of the act, upon any idea or theory that other car- 
riers operating over other routes should be allowed to partici- 
pate in the haul of the traffic over their lines. 

Complainants submit that they are entitled as a matter of 
law to just. and reasonable rates on their shipments of boots 
and shoes from Boston and New York to Atlanta, over the 
direct and continuous line or route of the Ocean Steamship 
Co. and the Central of Georgia Ry. Co.; that nothing in the 
fourth section of the act, properly construed, authorizes the 
Commission to permit the carriers to deprive them of this 
right; that such right is one of property, protected under the 
Constitution of the United States; and that the action of the 
defendant carriers in advancing, after protest and before hear- 
ing, said rates, which have twice heretofore been found and 
prescribed by the Commission to be the just and reasonable 
maximum rates, amounts to and is the equivalent of the taking 
of the property of these cOmplainants without compensation 
and without due process of law, in violation of the fifth amend- 
ment to the Constitution of the United States; and that no 
permissive authority arising out of the failure of the Com- 
mission to suspend the proposed advanced rates, pending a 
hearing, can operate as a dispensation against the law. 

Complainants further show and submit that the power to 
suspend a proposed advance in rates. given the Interstate Com- 
merce Commission under the amended fifteenth section of the 
act, is cumulative of existing legal remedies, and confers upon 
the Commission a merely legal discretion to be exercised in the 
first instance in accordance with the law of the land. Such 
provision does not and could not vest in the Commission ex- 
clusive authority to suspend the operation of proposed advances 
in rates which would cause irreparable damage to shippers, nor 
confer upon the Commission any judicial power whatever; nor 
can it operate to limit or destroy the judicial power of a 
court of equity in proper cases to grant injunctions and other 
appropriate relief against great, immediate and irreparable 
injury and damage. 

The whole judicial power of the United States is, under 
Section I of Article III of the Constitution, vested in one 
Supreme Court and in such inferior courts as Congress may from 
time to time ordain and establish. Not even Congress, with all 
its reach and power, can either itself exert judicial power, or 
confer such power upon any inferior agency or tribunal; and 
while Congress may distribute judicial power among the courts, 
it cannot deprive them of or limit theim in the exercise of the 
judicial power. 

Whether a threatened advance in rates, theretofore found 
to be just and reasonable, which advance would result in irre- 
parable injury and damage to interested parties, should be 
enjoined or suspended, presents a justiciable controversy, call- 
ing for the exercise of judicial power, of which the courts of 
the United States cannot be lawfully deprived, or the right of 
ee parties to invoke such remedy in the courts be 
enied. 

These complainants therefore respectfully submit that the 
action of the Interstate Commerce Commission in refusing to 
suspend the schedule carrying the advanced rates does not 
foreclose judicial investigation or limit the judicial power of the 
court to grant appropriate relief in accordance with the ancient 
and established practice of courts of equity; and especially is 
this true in those cases where the action or non-action of the 
Commission is predicated upon or materially influenced by an 
erroneous construction of the law, as is claimed and con- 
tended by the complainants in this case. 

Complainants further submit and show that the reasonable- 
ness of the existing 95 cents commodity rate from said eastern 
cities to Atlanta is to be accepted by the court as being estab- 
lished, and the existing status should be preserved by appro- 
priate order of this honorable court, until the matter can be 
fully heard and determined by the tribunal and in the manner 
appointed and prescribed by law. 

1..The reasonableness of the existing rates has twice been 
fully investigated, considered and determined by the Interstate 
Commerce Commission in previous hearings; and appropriate 
orders prescribing said rates for the statutory periods in the 
future have been entered. Complainants say that the legislative 
thought in limiting the currency of the orders of the Interstate 
Commerce Commission to a period of two years was that 
within such period such changes.-in the conditions attending 
the transportation might occur as to.cause a rate theretofore 
reasonable to become unreasonable; ‘and that, unless and until 
such change in conditions is shown, the prescribed rate carries 
with it the continued presumption of reasonablenss, and as 
such should be maintained by. the Commission and the courts 
pending further investigation. 

2. Section XV of the Act to°regulate commerce as amended, 
provides that at any hearing. involving a rate increased after 
January 1, 1910, or of a rate sought to be increased -after the 
amendment to the act, the burden of proof to show ‘that the 
increaséd rate or proposed increased rate is just and reasonable 
shall be upon the carriers; thus creating a presumption: of law 
that the rate hérein concerned is reasonable. 





Order of the Commission of August 25, resuspending 
until March 17 tariffs suspended by I. and S. No. 840, 
vacated, in view of recent order of the Commission va- 
cating I. and S. Docket 840. 
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THE TRAFFIC ‘WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


EXPORT VS. DOMESTIC RATES 


Editor the Traffic World: 

In the issue of The Traffic World for September 16, 1916, 
at page 619, your Washington correspondent considers ex- 
port rates. Further, at page 626, it is stated that the car- 
riers have advanced rates on iron and steel when for ex- 
port, and that “the tariff was filed soon after the decision 
of the Commission covering export rates on grain and 
grain products, in which the regulating body said it could 
see no reason why export rates should be lower than do- 
mestic rates.” 


The Commission has never stated the above, and it will 
never do so unless the cost of the service and the value of 
the service are the same on export and domestic shipments. 
The cost of service for export shipments may be less than 
on domestic shipments for the following reasons: 

(1) On account of heavier loading. 


(2) On account of volume, density and concentration 
through the ports. 


(3) Reduced risk and greater revenue on account: of 
packing on export shipments. 


(4) On account of lesser terminal expense at the ports. 

The value of the service on export shipments may be 
less than on domestic shipments because they (export 
shipments) are part of a through haul, and additional 
freight charges must be paid after leaving this country; 
and also because of foreign competition when it actually 
exists. 


The reasonableness of export rates, less than domestic 
rates, has been presented to the Commission in the case 
of National Implement and Vehicle Association cf the 
United States of America et al. vs. Baltimore & Ohio Rail- 
road Company et al., No. 7999, involving rates on agricul- 
tural implements and not yet decided by. the Commission. 
All the above points have been exhaustively presented to 
the Commission in the brief for complainant. 

Chicago, Ill., Sept. 18, 1916. Walter E. McCornack. 


THE PRESIDENT AND FREIGHT 
RATES 


Editor The Traffic World: 

In your issue of September 16 you comment editorially 
on things that have been said in reference to the attitude 
of President Wilson on the advance rates proposed in the 
so-called Five Per Cent case. Possibly you will not 
object to a statement setting forth some occurrences in 
addition to the statement given out by the President’s 
secretary to certain newspapers which you refer to as 
follows: “That is all there was of it, so far as any one 
knows or has good reason to believe.” 

A brief reference to a few matters of record during the 
last two years might serve to refresh your memory. 

First. The original decision was rendered July 29, 1914, 
Commissioners McChord and Daniels dissenting. 

Second. In your issue of September 12, 1914, appears 


a long article describing the situation laid before the 
chief executive by railroad heads. 

Third. In your issue November 7, 1914, under Current 
Topics in Washington, the following appears: 

“The only obvious fact in connection with the case 
was the pressure from the administration officials for a 
favorable disposition of the application for a modification 
of the first order had not been lessened or withdrawn. 
On the contrary, it has been increased, because President 
Wilson and his advisers,” etc. 

If it was necessary, quotations could be supplied show- 
ing the activities of Messrs. McAdoo and Lane and Burle- 
son during the following six weeks. 

Fourth. In your issue of November 28, 1914, you com- 
ment editorially on a letter of President Wilson written 
to Secretary McAdoo. This is what he said: 

“The railroads of the country are almost as much 
affected (by the war), not so much because their business 
is curtailed as because their credit is called in question 
by doubt as to their earning capacity. There is no other 
interest so central to the business welfare of the country 
as this. No doubt, in the light of the new day, with its 
new understandings, the problem of the railroads will 
also be met and dealt with in a spirit of candor and 
justice.” | 

Fifth. The second opinion in the Five Per Cent case 
was rendered December 16, 1914, Commissioners Harlan 
and Clements dissenting.- 

Sixth.. In the New York Times of August 9 appears 
an interview with Collector of the Port Dudley Field 
Malone,-in which the following appears: 


“The present government at Washington, chiefly through 
the influence of President Wilson, obtained for them the 
5 per cent rate increase, and accurate figures show that 
the railroads are in the midst of unprecedented pros- 
perity.” . 

This appears in your issue of August 19, page 472, and 
September 2, page 544, and Mr. Malone knows what he 
is talking about. He is very close to President Wilson. 

Seventh. The following appears in the address of 
President Wilson to Congress August 29, 1916: 

“I unhesitatingly offered the friendly services of the 
administration to the railway managers to see to it that 
justice was done the railroads in the outcome. I felt 
warranted in assuring them that no obstacle of law would 
be suffered to stand in the way of their increasing their 
revenues. * * * * They do not care to rely upon the 
friendly assurances of the Congress or the President.” 

Eighth: The interview of August 30 which you refer 
to contains the following: 


“This strike situation is the consequence of his own 
policy with regard to railroad rates. He sowed the 
dragon’s teeth that have produced this harvest of trouble. 
When, in 1914, he cast the weight of his influence for an 
increase of rates, he just as surely laid the foundations 
of this strike. He and his advisers for months urged 
that the railroads be allowed to increase their charges, 
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Every means at the President’s command was employed 
to influence the Interstate Commerce Commission,” etc. 

Ninth. In the New York Times of September 12 ap- 
pears an interview with Mr. Ripley, president of the 
Atchison, Topeka & Santa Fe Railroad, from which the 
following is quoted: 

“Any promise of an increase of rates cannot serve our 
position. If we assume that the President had the right 
to grant an increase in rates it would have been a cor- 
rupt bargain had we entered into it with him. Money 
taken unfairly from us would have been taken unfairly 
from other people. 

“As a matter of fact, the President has no authority 
over railroad rates. That authority is vested in the Inter- 
state Commerce Commission, which is a creature of Con- 
gress. The Commission is not under executive control. 
All that the President can do is to use his influence in 
ways which may be right, but which are not according 
to the laws of the land. And the present President may 
not be the President when the next rate case comes be- 
fore the Commission.” 

Don’t these extracts serve to “Clear the Atmosphere’? 

F. W. Pancoast. 

New York, N. Y., September 20, 1916. 


DELAY IN CAR MOVEMENT 


Editor The Traffic World: 

The writer has received various communications and 
has read various communications from the different asso- 
ciations, as well as from the Commission and railroads, 


with reference to the prompt unloading and reloading. of - 


equipment as a cure for the car shortage. 

If the carrier will exercise the same amount of expedi- 
tion within its own ranks in seeing that the business is 
moved with reasonable dispatch as it would have the 
consumer and shipper in unloading and reloading, it, no 
doubt, would have a telling effect on the car situation. 
This is particularly true of all branch lines. The car- 
riers, no doubt, use the utmost care in seeing that the 
movement of cars on the main lines are shot through, but 
when it comes to the branch lines they let them take 
care of themselves. 

PARLIN & ORENDORFF CO., 
By W. M. Cave, Traffic Manager. 
Canton, Ill. Sept. 20, 1916. 


CAR DEMURRAGE AND SHORTAGE 


W. J. Tomkins of Chicago, traffic commissioner of the 
Independent Salt Manufacturers, has written the following 
letter to E. E. Clark, member of the Interstate Commerce 
Cummission, under date of September 12: 

“Your attention is respectfully directed to the circular 
letter of August 10, 1916, issued by the secretary of the 
Commission; subject, car shortage. 

“The shippers which the writer represents, including 
the Ohio Match Company of Wadsworth, Ohio, are deeply 
mindful of the obligations resting on the shipping and 
receiving interests as to the prompt handling of railway 
equipment, and that it may be released to the carrier in 
the least possible time after its receipt, in order that the 
full efficiency of-the equipment may attain. 

“In this connection, a personal investigation among the 
shippers represented by the writer reveals the fact that 
every effort on their part is apparently made to accom- 
plish such results and that it is an exceedingly rare in- 
stance where a car is detained over the free time. We 
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furthermore find that in the very large majority of cases 
the equipment is released within the first 24 hours of 
free time and even in some cases the equipment is re- 
leased before free time commences, and in view of such 
circumstances we do not feel that the carriers should be 
permitted to force upon the shippers and the receivers 
the entire responsibility for delay to equipment, thereby 
refusing to acknowledge their own responsibility, which 
every well-posted traffic man knows is exceedingly great 
and should be given careful consideration in the making 
of any rules, rates or conditions increasing the penalties 
tc the shippers and receivers for detention of equipment. 

“At the summer meeting of the National Industrial 
Traffic League, held in Detroit in August, in the discus- 
sion of the subject, the writer took the position that there 
was an apparent tendency on the part of the carriers to 
place the entire responsibility for delay to equipment on 
the shoulders of the shippers and receivers, and in some 
particular instances there appeared to be a disposition 
both on the part of some shippers and possibly the Com- 
mission itself to accept this theory, but I cannot, after a 
careful consideration of all the questions involved, bring 
myself to believe that the carriers are not responsible for 
a large proportion of the delay to equipment, and I further 
believe, and find my belief is shared by many traffic men, 
that in any readjustment of charges, rules or conditions 
in connection with penalties for detention of equipment, 
the carriers should be made to carry their part of the 
burden, and this, to my mind, could best be provided for 
by a graduated increase in the per diem charges similar 
‘te that proposed for car demurrage, which would un- 
doubtedly have the effect of stirring up the conscience of 
a good many operating officials on the railroads to the 
absolute need of the prompt handling of equipment, espe- 
cially of foreign equipment; and it may be said of such 
a plan, as it may be said of the proposed plan to assess a 
graduated scale of demurrage charges, that those who are 
accustomed to giving prompt handling to equipment would 
not suffer by these additional penalties. Carriers,- like- 
wise, under such an arrangement as that proposed, need 
not suffer unless they were guilty of gross neglect in the 
handling of the equipment on their line. 

“Furthermore, if such a reciprocal arrangement was 
made effective, it is my belief that a careful study of the 
results for, say, six months would greatly enlighten the 
Commission as well as the public and the carriers in the 
matter of delay in the handling of equipment. 


“We hope that in the consideration of this question the 
Commission will give due consideration to this suggestion.” 


COMMISSION ORDERS. 
The Board of Trade of Kansas City, Mo., has been 
allowed to intervene in case 8998, Omaha Grain Exchange 
vs. Rock Island R. R. Co. et al. : 


Protests against proposed increase on iron pipe rating 
carried in supplement 1 to Nereamer’s I. C. C. No. 15 having 


been withdrawn, I. and S. order 859 of the Commission 
has been vacated. a 

The Commission, in case 8418, Railroad Commission-of 
Louisiana vs. Aransas Harbor Terminal Railway Co. et 
al., and in Docket Nos. 3918 and 8290, and I. and S. Nos. 
710 and- 729, consolidated therewith upon’ petition frem 
complainants in these cases for a specific order, has 
issued an order requiring respondents and interveners to 
show cause on or before October 7 why such a petition 
should not be allowed. 
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Who’s Who In Traffic 





Give an eye, brethren of the traffic community, to the 
conformation, configuration and contour lines of the 
premier farmer of the land in which we live, move and 
have our being—Fairfax Harrison, of Belvoir, Fauquier 
county, state of Virginia. Having reverently and recently 
put hand to plow, he looked not back un- 
til he had turned a furrow from the rap- 
ids of the Maumee, the same being the 
place where “Mad” Anthony Wayne put 
their own sign upon sundry and divers 
Indians, to the plains of Chalmette, the 
latter being the situs of a joust between 
Andrew Jackson and certain cousins 
from across the sea addicted to red coats, 
tea, and an intemperate devotion to the 
adjectives, blooming, bloody and ripping. 
Born in New York, nine days after 
Ulysses Simpson Grant became President 
of the United States, no son of Gotham is 
able or willing to claim even a remote ap- 
proach to Harrison as a plowman. True, 
some of them have plowed notable fur- 
rows, but none so long as that which Fair- 
fax Harrison produced when he equalized 
export rates from Central Freight Asso- 
ciation territory through New Orleans, 
Chalmette and Westwego, so the shipper 
along the shores of Lake Erie may send 
his freight, destined for foreign lands, 
through the gulf cities for the same 
amount of money he had been paying to 
send it through New York. 

No farmer can know, when he plows, 
what the harvest will be. Neither Fair- 
fax Harrison nor any of his friends claims 
the power of reading or guiding the fu- 
ture. The equalization furrow is there, 
with the names of divers traffic. officials 
set alongside that of the chief holder of 
the plow handles. It may produce a crop 
worth having, or weeds may grow up and 
choke it so that there may be only mem- 
ory of-it, with here and there a trace 
remaining. However, its turning helped 
justify Harrison’s description of himself 
as a “Virginia farmer.” There may be 
jeersome Thomases among the rural pop- 
ulace of the United States who, after 


reading -an outline of Fairfax Harrison, Photo by Harris & Ewing 
FAIRFAX HARRISON 


will ask how the man who signs all the 
documents needing the signature of the 
president of the Southern Railway and its half dozen prin- 
cipal subsidiaries, has the temerity to denominate himself 
a Virginia or any other kind of farmer. 

Born in New York city March 13, 1869, son of Jefferson 
Davis’s private secretary while the Confederate States of 
America were in existence, graduated from Yale with his 
A. B. in 1890, from Columbia with his master’s degree in 
1891, and admitted to the bar in New York in 1892, how 
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can Harrison be a Virginia farmer? May be asked. Cer- 
tainly the critical “rube’” may be excused if he reiterates 
his question after being told that Harrison, from 1892 until 
1896, practiced law in the law office of Bangs, Stetson, 
Tracy & MacVeagh. Then, for the further confounding of 
the agriculturalist, it may be set forth Mr. 
Harrison entered the service of the 
Southern as a solicitor in its law depart- 
ment. Seven years after that he became 
assistant to the president of the South- 
ern and three years later a vice-presi- 
dent of that system. That is to say, in 
ten years Mr. Harrison rose from a so- 
licitorship in the law department to vice- 
president, serving in the latter office un- 
til August, 1910. ; 

From the time of its organization to 
the present, the Southern has been one 
of the most efficiently advertised trans- 
portation systems in the country. The 
men at its head have known how, in an 
interesting and intelligent manner, to 
have the facts respecting that property 
become known to the public. Covering, 
as it does, the heart of the former Con- 
federate States of America, it was not 
bad policy for the management of that 
property, when it had in its service a 
young men of exceptional intelligence, 
force and discernment, to promote him 
and bring forward the fact that the young 
man’s father was the helper of the presi- 
dent of the Confederate States when the 
tasks of Jefferson Davis were beyond hu- 
man endurance. 

In August, 1910, Mr. Harrison was made 
president of the Chicago, Indianapolis & 
Louisville, the property owned jointly by 
the Southern and the Louisville & Nash- 
ville. He continued-as a director of the 
Southern, so he never got out of touch 
with the parent company, especially in- 
asmuch as he was also a member of the 
executive committee of the Southern. 
Mr. Harrison was elected president of the 
Southern, December 1, 1913, to fill the 
vacancy*caused by the death of W. W. 
Finley. His minor honors are the presi- 
dencies of the Southern Railway in Mis- 
sissippi, Mobile & Ohio, the Cincinnati, 
New Orleans & Texas Pacific, Alabama, 
Great Southern, Georgia Southern & Florida, Northern Ala- 
bama and the Virginia & Southwestern, <nd director of the 
Chicago, Indianapolis & Louisville, Fredericksburg & Poto- 
mac, Old Dominion Steamship and Transportation Mutual 
Insurance Company of Philadelphia. 

All interesting facts, the impatient and critical -follower 
of Cincinnatus may say, but not illuminating as to why 
the blue-eyed, lithe, quick-stepping and quick-speaking 
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brother of the governor-general of the Philippine Islands 
presume to assert, declare or claim his thatch of nearly 
white hair covers the poll of a Virginia or any other kind 
of farmer. Grant that this is the son of Burton Harrison 
and brother of Francis Burton Harrison, but his eligibility 
to belong to the Farmers’ Union or to the Patrons of Hus- 
bandry is not established thereby. Nor is it established 
by the fact that Harrison remembers his Greek and Latin 
so well that the classics are to him an ever open book. 
But when one learns the fact that Harrison cares naught 
for anything in Greek and Latin except treatises on farm 
management and recalls that every man who is worth his 
salt must have both a vocation and an avocation, then 
perhaps an inkling comes as to why Harrison thinks of 
himself as a Virginia farmer. - 
At almost any book shop of the better sort one with the 
price may procure a little book called ‘Roman Farm Man- 
agement: The Treatises of Cato and Varro. Done into 
English, with Notes of Modern Instances. By a Virginia 
Farmer.” ’Tis said the notes of modern instances show 
the man who did Cato and Varro into English knows how 
to rum @ farm, even if Fairfax Harrison was too modest 
fully to Gdentify the farmer who did the translating and 
explaining of the Roman worthies. Fairfax Harrison may 
have been too busy in practicing law and railroading to 
do much farming in proper, but he knows his hobby so well 
that no one has dared deny his right to call himself a Vir- 


ginia farmer. 


CHANGES IN DOCKET 


Hearing in case 8866, Natchez Chamber of Commerce 
vs. Yazoo & M. V. R. R. Co., et al., and the following 
fourth section applications assigned for September 21 at 
Natchez, Miss., before Examiner Gibson, were postponed 
to a date to be hereafter fixed: Portions of the following 
fourth section application by which the carriers named 
as parties thereto ask authority to continue to charge for 
the transportation of classes and commodities from points 
of origin specified in the complaint to Natchez, Miss., 
rates which are higher than the aggregate of the inter- 
mediate rates: 378, M., La. & Tex. R. R. & S. S. Co.; 
459, N., C. & St. L.; 461, Leland, agent; 542, Ala. Gt. Sou. 
R. R.; 560 and 4644, Sou. Pac. Co., Atlantic S. S. Co. lines; 
602, Ala. & Vicks. Ry.; N. O. & N. E., Vicks. S. & P.; 607 
and 1771, B. & M.; 689, Leland and Tucker, agents; 704; 
A. C. L., Charleston & W. C., and Winston-Salem S. B. 
Ry.; 769, M. & M. T. Co.; 972 and 4671, A. B. & A.; 
1065, L. H. & St. L.; 1075, Norf. Sou.; 1481, N. Y., N. H. 
& H.; 1531, Cent. of Ga. Ry.; 1547, Sou. Ry.; 1555, Miss. 
Cent.; 1561, Norf. & West.; 1564 and 1572, B. & O.; 
1573, S. A. L.; 1625, 1779 and 1780, C. C. McCain; 1929 
and 1932, La. Ry. & Nav. Co.; 1852, L. & N.; 2043, Yazoo 
& M. V.; 2045, Ill. Cent.; 2060, Tucker, agent; 2138, M. 
& O.; 2172, Ocean S. S. Co. of Sav.; 2659, A., T. & S. F.; 
3596, B. & A.; 3786, C. & N. W.;° 3918, Ga. R. R.; 3965, 
C., N. O. & T. P.; 4218, 4219 and 4220, Mo. Pac. and 
St L., I. M. & S.; 4462, Poteet; 4483, Mallory S. S. Co.; 
4966, C. & O. 

Hearing in case 9036, Natchez Chamber of Commerce 
vs. Ark. & La. Mid. Ry. Co. et al., and the following fourth 
section applications assigned for September 21, at Natchez, 
Miss., before Examiner Gibson, were postponed to a date 
to be hereafter fixed: Portions of Fourth Section Appli- 
cations Nos. 4218, 4219 and 4220, filed by Mo. Pac. and 
St. L., I. M. & S., by which the carriers named as parties 
thereto asked authority to continue to charge for the 
transportation of classes and commodities from Natchez, 
Miss., to Marvel, Ark., and other points of destination 
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indicated in paragraph VII of the complaint, rates which 
are higher as a through route than the aggregate of the 
intermediate rates. 

Hearing in the following proceedings, assigned for Sep- 
tember 21, at Natchez, Miss., before Examiner Gibson, 
was postponed to a date to be hereafter fixed: Case 
8860, Natchez Chamber of Commerce et al. vs. A., T. & 
S. F. Ry. Co. et al., and portions of Fourth Section Appli- 
cation No. 625, filed by Leland, by which the carriers 
named as parties thereto ask authority to continue to 
charge for the transportation of cement plaster from 
Acme and Plasterco, Tex., to Jackson, Miss., and New 
Orleans, La., rates which are lower than the rates con- 
temporaneously maintained on like traffic to Natchez, 
Miss., and other intermediate points. ; 

Hearing in case 8920, Natchez Chamber of Commerce 
vs. Ark., La. & Gulf R. R. Co. et al., assigned for Sep- 
tember 21, at Natchez., Miss., before Examiner Gibson, 
was postponed to a date to be hereafter fixed. 

Hearing in case 8878, Natchez Chamber of Commerce 
et al. vs. Yazoo & M. V. R. R. Co. et al., assigned for 
September 21, at Natchez, Miss., before Examiner Gib- 
son, was postponed to a date to be hereafter fixed. 





DEPARTMENT REORGANIZED 


With a view to making the agricultural service of the 
Southern Railway and its associated companies more help- 
ful to the farmers of the South, a complete reorganization 
of the service was recently effected. A farm products 
agency was substituted for the market agency at Atlanta, 
with former Agricultural Agent Roland Turner as chief 
farm products agent, with ten farm products agents re- 
porting to him, the former agricultural field agents filling 
these positions. 

The farm products agency was established for the pur- 
pose of enlarging the operation of the market department. 
The farm products department will work in close co- 
operation with the market agencies in Washington, Cin- 
cinnati and St. Louis, and thus make more effective the 
work of helping southern farmers and producers to find 
markets for their products. This service is expected to 
prove especially helpful to farmers who are diversifying 
their crops and who now only know how to sell cotton. 
Special attetnion will be given to encouraging co-operative 
marketing on the part of small producers. 

A “For Sale Bulletin” is issued weekly by the freight 
traffic department, and contains names of producers lo- 
cated along the lines, showing products they have for 
sale. It is distributed by the three market agents among 
approximately 3,000 of the principal buyers located in the 
larger cities throughout the United States and Canada 
east of the Rocky Mountains. 

The department also issues a live stock bulletin monthly. 

Under this plan of reorganization the following agencies 
have been established by the Southern Railway: Howell 
Peeples, market agent, Washington, D. C.; E. M. Lane, 
market agent, Cincinnati, O.; E. L. Robison, market agent, 
St. Louis, Mo.; Roland Turner, chief farm products agent, 
Atlanta, Ga.; Frank Shorter, farm products agent, Dan- 
ville, Va.; George Reese, farm products agent, Greensboro, 
N. C.; W. J. Sheely, farm products agent, Columbia, S. C.; 
T. U. Culver, farm products agent, Atlanta, Ga.; R. O. 
McCord, farm products agent, Macon, Ga.; T. E. Waldrup, 
farm products agent, Lake Butler, Fla.; J. M. Draper, 
farm products agent, Anniston, Ala.; H. G. Bates, farm 
products agent, Selma, Ala.; L. D. Fuller, farm products 
agent, Huntsville, Ala.; B. M. Anderson, farm products 
agent, Knoxville, Tenn. 
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Legal Department 
Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 
this departmen: answer simple questions rela to the law 
of i interstate camaparention of freight. Readers pre Sad special 
answer may obtain pri written answers 
to their inquiries by the payment of a emall fee, as elsewhere ex- 
Address The Service Bureau, 
Colorado Building, Washington, D. C. 
2 n 





Disclosure of Business Secrets Forbidden 


New Jersey.—Question: “The writer is under the im- 
pression that he read some decision or conference ruling 
of the I. C. C. within possibly the last six months which 
justified carriers under the act to regulate commerce in 
declining to furnish the name of the original consignor 
to the ultimate consumer where the car had been consigned 
to an intermediate party who ordered delivery to the ulti- 
mate consumer at destination, but that the ruling of the I. 
C. C. was to the effect that in such instances the ultimate 
consumer should be furnished with the name of the original 
consignee as a substitute for the name of the original con- 
signor, as his name could not, of course, be disclosed un- 
der the act to regulate commerce. However, I have not 
been able to locate this ruling. Can you refer me to any 
decisions or rulings on this subject in your periodical un- 
der the caption of “Legal Department?” 


Answer: Section 15 of the act prohibits common Car- 
riers from giving information relative to shipments to those 
who may use it to the detriment or prejudice of the ship- 
per or consignee. In the Matter of Freight Bills, 29 I. C. 
C. 496 (see Traffic World, March 7, 1914, page 466), the 
Commission held that under this section it was unlawful 
for a common carrier to disclose to the ultimate consignee 
the name of the original ¢gonsignor of a shipment recon- 
signed in transit by the original consignee. Again, in 
Michigal Steel Boat Company vs. N. C. R. R. Co., 32 I. 
C. C. 576 (see Traffic World, February 6, 1915, page 259), 
that a reconsignment of shipment by original consignee 
may bar ultimate consignee from demanding the name of 
the original consignor. 

In a recent case decided February 7, 1916, and published 
on page 520 of the March 11, 1916, issue of The Traffic 
World, under the designation of In the Matter of Freight 
Bills, 38 I. C. C. 91, the Commission held that “freight 
bills presented to the ultimate consignees of shipments re- 
consigned in transit ought not to disclose the name of the 


original consignors; neither should they show the original | 


point of shipment, nor the route of movement to the re- 
consigning point, except in instances where the ultimate 
consignee is required to pay the through charges.” The 
Commission further said: “The consignee of a reconsigned 
shipment ordinarily is a stranger to the transaction be- 
tween the original consignee and the original consignor. 
The reconsignment implies a commercial transaction be- 
tween the original consignee and the ultimate consignee 
which has no relation whatever to the transaction between 
the original consignor and the original consignee. As to 


this second transaction we think the original consignee has 
a right of privacy which may not be lawfully molested by 
a carrier by revealing to the ultimate consignee the name 
of the original consignor without first securing the con- 
sent of the original consignee; and we hold that without 
such consent a freight bill issued upon a shipment that has 
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been reconsigned in transit should not show the name of 
the original consignor.” 
* ok * 
Goods Improperly Packed 

Missouri.—Question: “We made a shipment of one-half 
barrel white lead in oil to a certain point in Oklahoma. 
This barrel was hauled from our plant to a railroad ware- 
house and there delivered to the carrier. Cooperage on 
this barrel at that time seemed to be in very good shape, 
and was signed up for by their agent accepting the barrel 
as being in good condition. On rolling the barrel into the 
car the head came out of same, and there was a loss of 


‘about 150 pounds of the white lead in oil, and we filed claim 


against the railroad for the amount of this loss. They 
are refusing our claim on the basis of improper cooperage.” 

Answer: In the absence of evidence to the contrary, the 
law presumes that a shipper uses the best method of pack- 
ing for the particular kind of carriage, and where goods 
are so packed and damage results, it is necessary for the 
carrier to produce some evidence to the effect that the 
damage occurred by reason of the goods being improperly 
packed. If the carrier accepts and receipts for goods in 
good condition, the burden is on it of proving that the loss 
proceeded from some cause which was not apparent at the 
time it received the goods. 

In the absence of negligence on their part, carriers are 
not liable for losses resulting from the detective manner 
in which goods are packed by the owner. The owner of 
liquids, or any articles shipped in casks, of any descrip- 
tion, is, in the first instance, chargeable with the duty of 
supplying proper ones, and would presumptively be re- 
sponsible for a loss arising from any insufficiency or de- 
fect. Where a carrier accepts goods improperly packed, 
their condition being open to ordinary observation, the duty 
attaches of using due care for their safe carriage. To ex- 
empt the carrier, however, the loss must actually result 
from the defective packing and through no fault of the car- 
rier. A leading case on this matter is Nelson vs. Stephen- 
son, 12 N. Y. Super. Ct., 538. 

* * * 
Rules Relative to Weighing Freight 

Ohio.—Question: “One or more of the carriers have 
filed with the Interstate Commerce Commission a tariff, 
said to be in accordance with National Code of Weighing 
Rules, covering assessment of freight charges. This tariff 
rules that unless weights are arrived at under the super- 
vision of the carrier, or the shipper does not certify cor- 
rect weight in car, that claims for overcharge in weight 
will be paid by the carrier within 1 per cent only, with a 
minimum of 500 pounds. 


“We have a number of outlying stations and ship hun- ~ 
dreds of cars of hay per annum. Our loaders are not 
accurate enough to use their weights for certifying. We 
must wait until weights are arrived at on adding machines 
Our claims are filed on basis of set- 
tlement with consignee, but when carrier weighs and cor- 
rects they will refund on basis only of our certified weights 
less 500 pounds. If we were to underbill cars 500 pounds 
it would be a criminal offense. How can the carrier col- 
lect for a weight not transported by them and what can 
we do?” 

Answer: The Interstate Commerce Commission’s rules 
relative to the matter of weighing carload freight, and the 
carriers’ tariff regulations in accordance therewith are 
designed merely to provide accurate means for imposing 
reasonable charges for the carrying of freight, as is re- 
quired by the act. In the matter of weighing freight, the 











law requires, of course, that the shipper should pay upon 
the actual weight only. To assess freight charges upon 
any other than the actual weight would result in discrim- 
ination between different shippers. How is the actual 
weight to be ascertained? The Commission says that a 
carrier may not provide in its tariff that the weight ascer- 
tained upon a particular scale should govern, or that the 
weights at either the point of origin or point of destination 
should govern, unless those weights are correctly taken.” 
Again, that the carrier is not required to accept weights 
ascertained on private scales; that it is the right of a 
shipper to demand reweighing if he desires it, and that if 
the original weight as determned by the carrier is im- 
proper, the shipper ought not to be required to pay for re- 
weighing. In reweighing of Freight by Carriers, 28 I. 
C. C. 7 (see Traffic World, August 9, 1913, page 289), the 
Commission in that case lays down certain general rules 
for the weighing and reweighing of freight, and the Na- 
tional Code of Rules governing the weighing and reweigh- 
in of carload freight is in compliance with those rules, and 
has received the endorsement of the Commission subject 
to any specific complaint relative to their reasonableness 
or legality. 

The view of the Commission is that the exact weight of 
the contents of a car cannot be ascertained by the use of 
track scales, and that therefore errors in weight will be 
committed; but that there should be a limit of error 
within which the ascertained track scale weight of a car- 
load of freight should be deemed to be correct. This 
limit is known as tolerance, which the Commission fixes at 
500 pounds. Rule 8 of the aforesaid code provides that the 
consignor or consignee may show the actual weight by 
shipper’s invoice, or by weighing on platform scales. In 
deciding between weights obtained on the track scales as to 
which is the more correct, if the differences between the 
original net weight and net weight obtained by reweighing 
does not exceed the tolerance provided, the first weight 
will not be changed. See also Detroit Coal Exchange vs. 
M. C. Ry. Co., 38 I. C. C. 86. (See Traffic World, March 11, 


1916, page 516.) 


* * * 
Reparation for Violation of Fourth Section 


Kentucky.—Question: “The Interstate Commerce Com- 
mission prescribes that claims for reparation must be filed 
within two years, You are no doubt familiar with their 
ruling with reference to fourth section violations where 
through rates exceed combination of locals. In the particu- 
lar case to which we refer, carriers have agreed to join 
in an informal complaint on all shipments moving within 
two years’ period, while our state laws prescribe a limita- 
tion of five years for recovering overcharge, and the spe 
cific point which I want you to set me aright on is: Can 
we, after establishing the fact that carriers are in error 
on this complaint, secure reparation on other three years, 
as is allowed by state laws?” 

Answer: Actions for overcharges can be brought in a 
state court without prior determination by the Interstate 
Commerce Commission. Such actions brought in a state 
court are governed by the statute of limitation of the state 
in which the action is brought, and not by the two years’ 
period provided for in the act to regulate commerce. In 
fact, such an action is not a suit to recover under the 
provisions of that act, but rather an action for the repay- 
ment of a sum of-money exacted and received by the car- 
rier in violation of the contract of shipment. 

But when the action is not to recover from a carrier the 
amount exacted in excess of the scheduled rates of freight, 
and instead, where the rates charged are in accordance 
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with the published rates of the carrier, the action is not 
one to recover overcharges, but is an action involving the 
violation of a section of the act, and as such must be 
first brought before the Interstate Commerce Commission. 
Whether the Fourth Section of the act has been violated, 
and whether such violation by the carrier entitled the com- 
plainants to damages in the form of reparation, are ques- 
tions that go clearly to the administrative functions of the 
Commission, and cannot be invaded by the courts. 

No doubt the purpose of the 1910 amendment to the 
fourth section was to enact that after a time fixed no ex- 
isting rate of the character provided for should continue 
in force unless the application to sanction it had been made 
and granted. But the power therein given to the Commis- 
sion to prescribe the maximum differences in rates which 
may be made against the intermediate point is clearly 
an administrative one, as is necessary in an action for 
reparation based on a violation thereof, because such an 
action requires as a precedent condition an investigation 
and order by the Commission. In other words, the 
amended fourth section now charges the Interstate Com- 
merce Commission with the enforcement of the law. The 
power to meet competitive conditions by enforcing a 
greater charge for the shorter than for the longer haul, 
previously lodged in the carrier is withdrawn and is now 
reposed in the Commission, and the authority of the Com- 
mission to grant, upon application, this right or permis- 
sion is made to depend upon the facts established and 
the judgmentaof that body in its legal discretion. There- 
fore, it is our Opinion that the proposed action for repara- 
tion is governed by the two years’ limitation period in 
the act, and can be instituted only before the Interstate 
Commerce Commission. 


COMPLAINT FROM BOSTON 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Boston Chamber of Commerce and manufacturers 
whose establishments lie in the Boston district have com- 
plained against the Ocean Steamship Company of Savan- 
nah and a long list of railroads serving the Southeast, 
Docket No. 9148, because rail-ocean-and-rail class rates 
from the points contiguous to Boston are higher than such 
rates from Boston and Providence, while the rail-ocean- 
and-rail rates from points in and around New York, where 
their competitors are situated, are the same as from the 
port of New York. 

Prior to January 1, 1916, there was an area about Bcs- 
ton and another around Providence from which rail-ocean- 
and-rail rates the same as rates from the ports applied 
to the Southeast. On that day the carriers made effective 
rail-ocean-and-rail rates from the interior higher than the 
rates from the ports by amounts running from two cents 
on the five lowest classes, three cents on the two next 
higher, four cents on the two next higher, and five cents 
on first class. 

The complainants allege that their business was estab- 
lished and adjusted on the basis of rates that continued in 
effect until the beginning of this year. They assert that 
the establishment of differentials over Boston and Provi- 
dence while no such differentials were added to the New 
York port rates has resulted in disadvantage to them such 
as is forbidden by the Act to regulate commerce. They 
asked for an order declaring the defendant carriers to be 
guilty of such unlawful discrimination against complain- 
ants and localities in the New England states other than 
Boston and Providence. : 
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e 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and oom, = yright, 1916, by West Publi ees by West Publishing Co., St. Paul, Minn. 


Carriage of Live Stock: 

(Sup. Ct. of' New Hampshire) Proof that a shipment of 
cattle was delayed considerably longer than a reasonable 
tame does not raise any presumption of fault of the rail- 
road causing delay.—Wood et al. vs. Boston & M. R. R., 
98 Atlantic Rep., 480. ? 

In action for loss caused by delay in shipping live 
stock, defendant railroad was not in fault for unloading 
cattle for feeding, unless it was not warranted in think- 
ing that it would be impossible for the shipment to be 
delivered within the 28-hour period prescribed by Act 


CONGRESS AND THE RAILWAYS 


19 of the Railway Business Association, a 
national organization of manufacturing, mercantile and engi- 
neering concerns which deal with steam railways, formed to 
promote cooperation in the solution of transportation problems.) 


Congress has organized a joint committee of its mem- 
bers “to investigate the conditions relating to interstate 
and foreign commerce and the necessity of further legisla- 
tion relating thereto,” and to report in January, 1917. 
Hearings have been set to begin November 20. Business 
organizations are declaring in favor of correcting specified 
defects in the present system of government supervision 
over railways. Senators and representatives should have 
evidence that these epressions spring from a well-sonsid- 
ered conviction of individual business men. We urge busi- 
ness men to impress upon senators and representatives that 
foreign relations and national defense as well as national 
prosperity demand energetic and prompt measures affecting 
railways. : 

Proposals for measures to promote equitable adjustment 
of railway labor disputes will be dealt with separately and 
with them this leaflet has nothing to do; but the enormous 
increase in operating expenses compelled by the eight-hour 
law accentuates the necessity for general legislation de- 
signed to bring regulation into proper relation with the 
facts of the business as they exist. 


The Slow Down 

(1) Improvement of existing railways and construction 
of new lines has been seriously retarded. 

To find a five-year period in which the increase per cent 
in miles of duplicate tracks was smaller than 1914 over 
1909 we have to go back to 1899 over 1894, a period of busi- 
ness disaster. Miles of track other than single increased 
22.1 per cent 1914 over 1909. This compares with 26.0 per 
cent 1909 over 1904 and 34.5 per cent 1904 over 1899. Miles 
of single track, indicating length of road, increased 1914 
over 1909 8.9 per cent. ‘This compares with 10.9 per cent 
1909 over 1904 and 12.1 per cent 1904 over 1899. On length 
of road, therefore, it is also necessary to go back to the 
-panic in the ’90’s to find a smaller increase per cent than 
that shown in 1914 over 1909. 


(Bulletin No. 


Commerce the Foundation for Defense 
(2) Transportation development primarily for commer- 





Cong. June 29, 1906, c. 3594, 34 Stat., 607 (U. S. Comp. St. 
1913, 8651-8654) .—Id. 
Contract: 

(Sup. Ct. of New Hampshire) That a railroad had for 
a long time always delivered Monday shipments of cattle 
before a certain hour on Tuesday at a certain market 
destination, and that it knew that such shipments, de- 
livered later than that time, could not be sold on the day 
of receipt, has no tendency to prove an agreement to 
deliver such shipments at such a time.—Wood et al. vs. 
Boston & M. R. R., 98 Atlantic Rep., 480. 


cial and agricultural purposes is the foundation of trans- 
portation for defense. 


Transportation facilities this year have been hardly 
anywhere equal to the strain and at some points have 
broken down utterly. Yet what is this traffic which the 
roads could not handle promptly? Before the tonnage con- 
nected with munitions manufacture and delivery began to 
move there was unemployment and privation, with meager 
railway traffic. The war requisitions of Europe were the 
basis of the activity since the fall of 1915. This American 
output of war fabrics has at no time equaled more than a 
small percentage of the requirements of even one first-class 
power. It does not begin to suggest the quantities which 
the United States would have to find if attacked by such a 
power. 

We have shipped some clothing, food and supplies to 
belligerents. An American war would vastly multiply this. 
Soldiers, moreover, would be added to the traffic. The 
trains transporting men would have rights of way to which 
every freight train must defer. This would cut down the 
capacity of track and rolling stock for dispatch of arma- 
ment and other military commodities. 

Yet we are eye-witnesses that a mere modicum of the 
war traffic which an American embroilment would entail, 
superimposed upon lax general business, has exhausted our 
transportation resources, 

We cannot begin to make a defense machine out of a 
railway until we have first developed it into an instru- 
mentality effective for business. 


‘Apprehension of Investors 


(3) Cessation of railway development is due to the be- 
lief of investors that governmental influences will keep 
railway earnings too low in proportion to inescapable rail- 
way expenses. 

Not even the great increase in gross earnings due to the 
carriage of war munitions and the accumulation of avail- 
able capital accrued from munitions profits has availed 
to draw new investment in appreciable volume into the im- 
provement or..construction of railways. Persons some- 
what remote from railway management or from the pro- 
cesses of large-scale investment are prone to look upon 
any temporary improvement in railway earnings as obviat- 
ing necessity for remedial action. Railway managers and 
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those who have the responsibility of investment cannot 
dismiss their apprehension so light-heartedly. The ex- 
penses of a railway it must meet in every year of the de- 
cade. Its resources are the total earnings for the decade. 
The condition of the company, therefore, is only to be 
gauged by setting the large earnings of one year against 
the small earnings or deficits of other years. Investors 
look forward past the fat year to the lean year. They in- 
sist upon assurance that railway earnings in ratio to rail- 
way expenses will not be held down below the danger line. 
They await correction of the defects in the regulatory sys- 
tem. 
Problem Is National 

(4) Upon Congress in the main rests the burden of reor- 
ganizing the system of supervision over railways. 

Railways, formerly local or state instrumentalities, have 
become interstate highways. Congress, having under the 
Constitution power to regulate interstate commerce, has 
exercised that power in part. States have continued to 
regulate the same instrumentalities. Test cases carried 
to the highest court have established the supremacy of the 
national government over whatever factors may influence 
interstate commerce. The question involved is what 
spheres it is wise for the federal government at this time 
to take under its authority. 

Multiple Charters 

(5) Incorporation and the regulation of security issues 
should be federal. 

As corporations, most of the large railway systems are 
under conflicting regulation of more states than one. This 
especially affects them in the matter of capitalization. 
What is permitted in one state is forbidden by another. 
Even when the various masters concur, the process of ob- 
taining sanction is long and costly. 

Chaos in Rates 

(6) Supervision over rates which affect interstate com- 
merce should be made federal by statute, 

Rates, classifications and regulations affecting revenue 
are the subject of conflict between federal and state and 
between the several state authorities. This is in spite of 
the widespread belief that existing law as interpreted by 
the Supreme Court gives the Interstate Commerce Commis- 
sion authority over all rates which influence interstate 
commerce. Some interstate commerce commissioners doubt 
their power in this respect. : 

Power to Raise Rates 


(7) The Interstate Commerce Commission should have 
power to fix minimum as well as maximum rates. 

The Interstate Commerce Commission has authority, 
when declaring a given rate unlawful, to fix in its place 
the maximum which may be charged, but not to fix the 
minimum. Many of the most important adjudications by 
the Commission involve the relation of one rate to an- 
other. The Commission is unable in readjusting a rate 
schedule for the primary purpose of eliminating discrim- 
ination, to protect the carriers involved as a whole from 
impairment of their total revenue. 

Restriction But No Protection 

(8) Congress should by statute declare it the policy of 
the government to permit such rate systems as will yield 
the roads revenue sufficient to perform adequate service 
and to attract investments for improvements and exten- 
sions. 

Protection to the revenue of the carrier is a fundamental 
function not imposed upon the Commission by the law and 
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vigorously repudiated as a proper function by some of the 
commissioners. It has constantly been urged that the 
Commission, under the language of the act, could only 
consider one rate at a time and never whole rate fabrics 
in the light of total earnings and total needs. The law, in 
other words, intends to prevent individual rates which 
would be too high, but does not intend to prevent rate sys- 
tems which as a whole are too low. 


It was proposed in connection with the eight-hour day 
legislation that the Interstate Commerce Commission 
should be.directea to consider wage advances in fixing 
rates. The Commission should have a standing rule from 
Congress to consider, in fixing rates, not only wages, but 
every other factor affecting expense. 


Auxiliaries to the Commission 


(9) Congress should authorize the creation of regional 
sub-commissions appointed by the President, subordinate 
to the Interstate Commerce Commission, and exercising 
administrative jurisdiction over areas corresponding to 
traffic movement. 


Shippers and railways complain that in the field where 
federal regulation is now exercised the Interstate Com- 
merce commissioners are too overburdened to give per- 
sonal attention to administration and are acting upon the 
reports of examiners. It is also said that administration 
is slow and complicated and that litigants are obliged to 
travel to Washington for hearings in matters which, while 
necessary to be adjudicated, do not justify such an ex- 
penditure of time and money. It is proposed to meet this 
situation by having sub-commissions, composed of men of 
such caliber as to be confirmed by the Senate, empowered 
to make orders which will be valid unless appealed to the 
Interstate Commerce Commission. 

The form which legislation should take will be deter- 
mined by the usual process of hearings, conferences and 
general exchange through the platform and press. The gen- 
eral purpose is unity and order of regulation, strengthen- 
ing of the federal mechanism of regulation and a statu- 
tory declaration of policy providing protection to railways 
where now the law prescribes restriction only. Business 
men can promote these aims by placing this bulletin in 
the hands of senators and representatives and ascertaining 
that they have read it. 


DOINGS OF THE TRAFFIC CLUBS 


The Denver Commercial Traffic Club held its first 
monthly meeting and dinner after the summer vacation 
on Tuesday evening, September 19, at the Kaiserhof 
Hotel. The regular monthly business meeting in October 
will not be called, but instead the club voted to give a 
theatre party for the members and their ladies. 





The Transportation Club of Fort Worth has been or- 
ganized and temporary officers chosen. The Traffic World 
is in receipt of the first issue of the club’s’ publication, 
“The Transport.” The temporary officers are as follows: 
President, E. C. Price; first vice-president, M. J. Dowlin; 
second vice-president, Tom Flenner; third vice-president, 
R.’E. Mobley; fourth vice-president, P. J. Conway; fifth 
vice-president, W. G. Nash; secretary-treasurer, E. E. 
Wyatt; directors, Jack Thompson, J. A. Byron, H. M. 
Marks, G. A. Tomlinson, E. P. Byers, S. A. Rumsey, C. B. 
McKiernan. 
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| Personal Notes | 

a & 

R. W. Campbell, operating manager of the J. W. Butler 

Paper Company, Chicago, was born in Chicago ‘March 4, 

1884. His first railroad 

experience was in the 

train service of the Mich- 

igan Central R. R., Chi- 

ctago district, in 1903 and 

1904. Ambitious for oth- 

er fields, he left the rail- 

road work to secure a 

business education. In 

1996 he took a position 

as stenographer to the 

manager of the Eastern 

and Export Transporta- 

tion Company. In 1907 

he became rate clerk in 

the general western 

freight agent’s office of 

the Philadelphia & Read- 

ing Railway, Chicago. 

Feeling that it was pos- 

sible to capitalize railroad experience to better advantage 

in the ranks of the shippers, he went to the J. W. Butler 

Paper Company in December, 1909, as rate clerk in the 

traffic department. The J. W. Butler Paper Company oper- 

ates thirteen branch houses throughout the states as well 

as several foreign branches. The rate work proved to be 

strenuous and in 1910 he left the company’s service on ac- 

count of poor health, locating on a farm in South Dakota. 

After two summers on the farm, having regained his health, 

he returned to his former position. After holding the posi- 

tions of assistant traffic manager and traffic manager, he 

was promoted to his present position July 26, 1916. He 

has been a member of the Traffic Club of Chicago for 
several years. 


R. D. Williams, newly appointed manager of Pacific coast 
traffic for the Erie Railroad Company, entered the service 
of the Erie June 1, 1896, 
as office boy in the 
freight claim office of the 
Erie Despatch at Cleve- 
land, O., under A. S. 
White, general manager. 
In 1898, the freight claim 
office of the Erie De- 
spatch was consolidated 
with that of the Erie rail- 
road under H. C. Barlow, 
freight claim agent at 
New York. Only a small 
number of those em- 
ployed in the Cleveland 
office were transferred to 
the New York office, 
among which .-Mr. Wil- 
liams was one. He re- 
mained with Mr. Barlow 
until 1906, when a branch of the claim office was opened 
in Chicago and he was placed in charge of that office to 
handle, direct with the Chicago shippers, all matters per- 
taining to claims. In 1908 he entered the traffic depart- 
ment under F. T. Magan, dairy agent, covering the Mis- 
sissippi Valley states. In 1909 he went to Des Moines as 
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agent and in 1911 to Los Angeles as general agent, assum- 
ing his duties as manager Pacific coast traffic August 15 
this year. He rounded out an even twenty years of service 
with the Erie railroad on June 1, 1916. 


C. L. French, who got his early training in the traffic 
department of Morris & Co., Chicago, and who has since 
been in the employ of John Morrell & Co., has been made 
local traffic manager for that concern at Sioux Falls, S. D. 


The Milwaukee Refrigerator Transit & Car Company 
announces that the office of traffic manager is abolished. 
J. J. O’Connor is appointed assistant general manager in 
charge of the operating department, and G. G. Allen is 
appointed assistant general manager in charge of the 
manufacturing department. 


J. T. Brooks is appointed commercial agent of the St. 
Louis, San Francisco & Texas Railway, Fort Worth & 
Rio Grande Railway, Brownwood, North & South Fail- 
way, with office at Houston, Tex., vice S. S. Butler, ap- 
pointed general agent at Pittsburgh, Pa. 


Frank H. Moser, coal freight agent of the Lehigh Valley 
railroad, with offices at New York, was born in Mauch 
Chunk, Pa., and entered 
the service of the Lehigh 
Valley in 1909. He be- 
came chief clerk to W. T. 

Grier, who was then coal 
freight agent and who 
later became general coal 
and freight agent. When 
Mr. Grier was appointed 
general traffic manager, 
Mr. Moser was temporar- 
ily placed in charge of 
coal freight matters and 
he has now been definite- 
ly appointed to the posi- 
tion. Prior to his rail- 
road service Mr. Moser 
had been connected with 
the Lehigh Valley Coal 
Company for ten years 
in the executive, accounting and sales departments. 


E. S. Banks has been appointed traffic manager of the 
Houston & Brazos Valley Ry. to fill the vacancy caused 
by the resignation of J. W. Knightlinger, superintendent 
and traffic manager. 

C. W. Mount, district freight and passenger agent of the 
Oregon-Washington R. R. & Navigation Co., with office 
at Seattle, Wash., has resigned. 


Edward R. Cunningham has been appointed traveling 
agent of the Chicago, St. Paul, Minneapolis & Omaha 
reporting to A. R. Witherspoon, general agent, with office 
at Winnipeg, Can. 


F. F. Clayton, car service agent of the Los Angeles & 
Salt Lake, has also been assigned the duties pertaining 
to the office of general baggage agent, formerly performed 
by T. C. Davison, resigned. 


E. D. Curtis, traveling live stock agent of the Baltimore 
& Ohio, has been appointed assistant general live stock 
agent, with headquarters at Pittsburgh, Pa. 


Ben C. Dey has been appointed general attorney of the 
Southern Pacific, with headquarters at Portland, Ore., 
succeeding William D. Fenton, resigned. 








THE NEW SHIPPING BOARD 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

More possibilities of confusion between the Interstate 
Commerce Commission and the U. S. Shipping Board, in 
the regulation of common carriers by water, are being 
discovered the more the subject is studied. 

Every time the Interstate Commerce Commission holds 
there is or may be competition between a railroad and 
its water line, it requires the latter to file its tariffs, 
carrying not only joint rail and water, but also port to 
port interstate rates. 

No one has ever definitely raised the question as to 
whether such lines, owned by railroads, must file their 
port to port state rates. The nearest that question ever 
came to an issue was when the Peninsular & Occidental 
was considered in the light of the provisions of the Pan- 
ama Canal act. That steamship company has a route 
from Port Tampa, Fla., via Key West, Fla., to Havana. 
The query is as to whether the rates from Port Tampa 
to Key West are really subject to the control of the 
Commission, any more than the rates of ocean steamships, 
which are also to be found in the tariffs of railroads, “for 
information only.” No one has ever forced the question 
to a determination. 

It is believed to be fairly plain that the shipping act 
does not apply to commerce from port to port within a 
state. After defining a common carrier in interstate com- 
merce as a carrier engaged in the transportation by water 
of passengers or property on the high seas or the great 
lakes on regular routes from port to port between one 
state, territory, district or possession of the United States 
and any other state, territory, district or possession of 
the United States, it gives an additional definition in these 
words: “or between places in the same territory, district 
or possession.” The point there is that the word, state, 
was omitted, showing an intention not to include com- 
merce from one port in a state to another in the same 
state. 

The danger of conflict is smaller, it is suggested. than 
of confusion. For instance, the rates of the Pacific Mail 
from San Francisco to Panama, or even farther. As it is 
Canal are under the jurisdiction of the Commission be- 
cause of the Southern Pacific’s interest in the boat line. 
‘che conflict can arise, it is conceived, in the event some- 
thing comes up in the future, not now possible. Here is 
a supposititious case: A rival boat line is established 
from San Francisco to Panama, or even farther. As it is 
not connected with a railroad, the Interstate Commission 
cannot exercise any jurisdiction over it, but the Shipping 
Board can, and must, under the shipping act. 

The new line conceives something done by the Pacific 
Mail constitutes an undue discrimination against it and 
files its complaint with the Shipping Board or with the 
Interstate Commerce Commission, or with both. There 
is not much question about which body has the right to 
proceed. The Interstate Commission, having had the power 
to proceed before the enactment of the shipping law, will 

retain that power, as nothing in the shipping law is to 
be construed, it says, as limiting the jurisdiction of the 
Commission. 


The discrimination can be removed by the Commission. 
The Pacific Mail must obey. But now reverse the case, 
and make the new line respondent to a complaint by 
the Pacific Mail. The Shipping Board having control, it 
must pass on the question. Nothing in any law requires 
the Shipping Board to follow the views of the Commis- 
sion as to what constitutes discrimination. 
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Still another situation might be supposed. Both lines 
treat one shipper in one way and another in a different 
manner. To cure the discrimination, the shipper who 
has been getting what he considers disadvantageous treat- 
ment from both lines, must appeal to the Commission for 
an order against the Pacific Mail and to the Shipping 
Board for an order against the new line. What will be 
the situation in the event the Commission considers the 
discrimination undue and therefore unlawful while the 
Shipping Board dismisses the complaint because it cannot 
convince itself that it is unlawful? In the event of such 
disagreeing decisions, the Pacific Mail would be placed 
at an advantage in competing for the business of the com- 
plaining shipper, because it would have been required by 
the Commission to remove a discrimination, while the 
new line would be left free to continue it. The probability, 
however, is that the new line would have to conform its 
practice or rate to the practice or rate of the Pacific Mail. 

While the port to port interstate rates of carriers in 
which railroads have an interest are on file with the 
Commission, they may be changed on two days’ notice to 


_the Commission.: That is to say, the Pacific Mail can 


practically change rates without notice because the tariffs 
are seldom checked up by the clerks of the Commission 
before the second day after their receipt, and even if 
there were something obnoxious in them they would be in 
effect before the Commission could suspend them. 


Unless the Shipping Board gives lines under its juris- 
diction the same latitude, the law will work a discrimina- 
tion as between the Pacific Mail and the line competing 
with it for the business bound to the canal. 


Another supposition that may be considered is that the 
new line makes a stop at one of the California ports 
after leaving San Francisco and enters into a through 
route arrangement with a rail line. No doubt that rate 
would be subject to the Commission’s supervision, but 
would the line become subject to the Commission on the 
rest of its business or would the other part remain sub- 
ject to the jurisdiction of the Shipping Board? 


It is on account of the possibility of such conflicts that - 


Secretary McAdoo, the father of the law, is supposed to 
be figuring on how he can persuade an Interstate Com- 
merce Commissioner to go from that body to the Shipping 
Board, so as to give the new body the benefit of his knowl- 
edge, without the new board being under the necessity 
of askihg the older body how it would decide a question 
that makes possible a conflict, not of .jurisdiction, but 
of rulings. On account of the proximity of election day, 
there may be no decision on the question of one of the 
Interstate Commissioners or an employe of that body 
going to the new board. In the event of the election 
turning out badly for President Wilson’s administration, 
one of the four Democrats on the Commission whose term 
expires will be succeeded by a Republican. Such a Com- 
missioner might, after election, consider the desirability 
of going from the Commission to the board, thereby as- 
suring himself of a six-year term in place of the remnant 
cf a term which would be all he could hope for, because 
of the change in the administration. 


But there is another element of doubt on the political 
side of the question. The query is as to whether men 
appointed by President Wilson can be confirmed, if the 
election goes against the President. Four years ago Dem- 
ocratic senators held up President Taft’s nominations and 
Republican senators are supposed to be lying at the foot 
of the lane armed with pieces of gas pipe waiting for 
nominations by Mr. Wilson. Should Mr. Hughes be elected, 
they might think, even if their party did not regain con- 
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trol of the Senate, that the incoming president should 
have the naming of the Shipping Board members. 


COMPLAINT AGAINST BOAT COMPANY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D.,C. 


Another complaint, Docket No. 9147, has been filed 
against the Great Lakes Transit Corporation and its rail 
connections, based on its refusal to make through rates on 
grain products and grain by-products through Chicago or 
Milwaukee while maintaining such through rates from 
Minneapolis through Duluth to eastern cities. The com- 
plaint, in this instance, was filed by the Merchants’ Ex- 
change of St. Louis by Jacob Schreiner, its president, 
John O. Ballard, its vice-president and chairman of its 
traffic department, Eugene Smith, its secretary, and Charles 
Rippin, its traffic commissioner. 

The complaint, in its essentials, is the same as that 
brought by the Chicago and Milwaukee grain interests. 
Prior to March 20, 1916, the defendants maintained rates 
from St. Louis and East St. Louis via railroad from St. 
Louis to Chicago, steamboat from Chicago to Buffalo and 
railroad thence to eastern destinations on the basis of 
3 cents per 100 pounds higher in each case (except export 
rates on grain by-products) than the rates on the same 
commodities via the participating steamboat lines from 
Chicago to Buffalo and the same defendant railroad car- 
riers beyond Buffalo. 

On May 4, 1916, the Great Lakes Transit Corporation 
and certain of the rail carriers established a new set of 
rates on grain products and grain by-products, but they 
failed to establish joint through rates from St. Louis 
cither on the differential basis previously in effect or on 
other basis. The only available rail-lake-and-rail rates 
open to the St. Louis shippers to destination points served 
by the Great Lakes Transit Corporation are the local rates 
rom St. Louis to Chicago plus the local rates from Chicago 
to destinations. 

While failing or refusing to make through rates from 
St. Louis, the Great Lakes Transit Corporation make such 
through route and joint rate arrangements from Minneapo- 
lis to Buffalo and the East via Duluth on the same basis 
that existed prior to March 20; that is to say, the same 
rates as for years had been in effect via the rail-lake-and- 
rail route from Minneapolis to the eastern destinations. 
The effect of the changed condition, St. Louis being with- 
out through routes and joint rates while Minneapolis has 
them, is to place St. Louis shippers at a disadvantage. 

The foundation for this state of affairs is to be found in 
the old dispute between the boat lines and the railroads 
as to which set of carriers should pay the cost of getting 
grain from elevators at the end of the rail lines in Chi- 
cago to the docks. One of the facts brought out at the 
lake lines divorce hearing was that the rail carriers com- 
pelled the steamship companies to absorb the cost of get- 
ting commodities to their docks by switching movement 
through Chicago. The Commission’s examiners, by their 
Statements on that point, left the inference that that was 
a wrong inflicted upon the steamships and one which 
caused their revenues to be greatly depleted. 

When the Great Lakes Transit Corporation took over 
the divorced boats it declined to absorb that terminal cost, 
hence complaints by Chicago, Milwaukee and St. Louis 
grain interests, because they are at a disadvantage in com- 
parison with Minneapolis. In some instances Chicago is 
at a disadvantage in comparison with Milwaukee, and Mil- 
waukee, in some instances, is at a disadvantage with 
Chicago. 
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Help for Traffic Man 


- 
This department is conducted by a traffic man of long experience 
1 eS 


and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. .No answers will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service Bureau, 
418 S. eae St., Chicago, Il. 


Grain Doors. 

Q.—Will you please advise whether roads in Central 
Freight Association territory furnish grain doors for ship- 
ments of grain, and whether same should be returned to 
the roads or held by consignee when car is unloaded? 

A.—We understand the rule in Central Freight Associa- 
tion is that where grain doors are necessary for cars 
loaded with bulk freight they will be furnished by initial 
carriers. There appears to be no uniform or general 
rule relative to the return of same. 


LINES THROUGH THE CANAL 


(The Panama Canal Record, September 6.) 

The lines which have established regular or approxi- 
mately regular services through the Canal since the re- 
sumption of traffic in April include: 

From the Atlantic Terminus to South and Central 
America.—The Pacific Steam Navigation Company has 
services from Cristobal to west coast ports as far south 
as Valparaiso and Coronel and as far north as San Jose 
de Guatemala, calling at the principal way ports. Sailings 
for the Central American ports to the north are monthly. 
Sailings for Tumaco and Ecuadorian ports, as far as 
Guayaquil, are every three weeks; and a service between 
Cristobal and Buenaventura and Tumaco has a sailing 
every three weeks. 

The South American Steamship Company (Chilean Line) 
maintains approximately a weekly service between Cristo- 
bal and ports as far south as Valparaiso. 

The Peruvian Steamship & Dock Company of Callao 
(Peruvian Line) maintains a service between Cristobal 
and Ecuadorian and Peruvian ports, going as far south as 
Callao and making its principal calls on the way at Guaya- 
quil and Paita. The line has sailings each way about once 
a week. 

The Columbia Maritime Steamship Company, Ltd., oper- 
ates a vessel in regular service between Cristobal and 
Buenaventura, making about two round voyages a month. 

From the Atlantic Terminus to Central and North 
America.—The Pacific Mail Steamship Company is oper- 
ating a line between Cristobal and San Francisco, with 
a sailing each way about every nine days. Calls are made 
at ports of Central-America and Mexico on the way. 

From the Atlantic Coast of the United States to the 
Pacific Coast of South America.—This is the route of 
heaviest traffic. Many of the vessels plying over it are in 
the nitrate trade and used exclusively by charterers; the 
following commercial lines maintain fairly regular 
services: 

The Merchants’ Line, operated by W. R. Grace & Co., 
plies between New York and ports of Ecuador, Peru and 
Chile, with a sailing each way about every two weeks. 

The United States Steel Products Company operates the 
New York and South America Line between New York 
and the west coast, as far south as Valparaiso, with a 
sailing each way about every third week. 
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The West Coast Line (Wessels, Duval & Co.) plies ‘be- 
tween New York and Chile and Peru, with a vessel going 
each way about every third week. 

From Europe to the Pacific Coast of South America.— 
The East Asiatic Company has a line from Copenhagen, by 
way of Gothenburg and Christiania, to Valparaiso and in- 
termediate ports, operating on a fortnightly schedule. 

The Johnson Line plies between Swedish and other 
Scandinavian ports and the west coast, as far as Valpa- 
raiso, with a sailing each way about every sixty days. 

The Booth Line has a number of vessels in service be- 
tween Great Britain and the west coast of South America: 
sailings have not been regular, and the ships are regular 
Brazil traders, tramping during the war on account of in- 
terrupted trade in their usual area. 

The Pacific Steam Navigation Company has a vessel fre- 
quently direct from Great Britain to Peru and Chile; but 
the principal service of this company is rendered through 
its lines from Cristobal to the west coast, connecting at 
Cristobal with the lines of the Royal Mail Steam Packet 
company and other Atlantic carriers. The same arrange- 
ment governs homeward shipments from the west coast, 
the vessels which go all the way to Great Britain being 
a minor part of the service. 

The transfer service at the Atlantic terminus of the 
Canal, referred to in the first section of this article, cares 
for the greater part of European shipments through th2 
Canal to the west coast of South America. 

From Europe to the West Coast of North America.— 
The East Asiatic Company has a service between Scandi- 
navian ports and San Francisco, operating a vessel each 
way about every fourth week. . 

The Johnson Line has a service over this route, primarily 
between Sweden and San Francisco, with a vessel each 
way about every sixty days. 

The Harrison-Direct Line has a service between Great 
Britain and the west coast as far as Puget Sound, with a 
vessel each way approximately every sixth week. 


The Maple Leaf Line plies from New York to Vancouver, 
to return to Europe by way of California ports and Santa 
Rosalia. Ships of this line are scheduled to sail every 
five weeks. 

From the Atlantic Coast of the United States to Japan, 
Siberia, China and the Philippine Islands.—During the rast 
few months the outward movement over this route has 
exceeded in tonnage the traffic one way on any other of 
the routes named with the exception of the shipments from 
the west coast of South America to the United States. 
The movement of vessels, however, have not been regular, 
as most of them load and clear as cargo offers and do not 
attempt a fixed schedule. The tendency to this practice 
is fostered by the length of the voyage and a general 
uncertainty as to the return voyage, with what cargo and 
by what route. 

The principal lines operating in this service are the 
American and Oriental Line, the Barber Line, Shewan 
Tomes & Co. and Alfred Holt & Co., sending out a vessel, 
among them, about once every ten days from New York: 
the American and Manchurian Line (Ellerman & Buck- 
nall), about once in three weeks; the Nippon Yusen Ka- 
bushiki Kaisha, approximately semi-monthly in each direc- 
tion; and ships operated by Norton, Lilly & Co. sail at 
irregular intervals, approximately once a month. 

The Luckenbach Line is operating in this area, sending 
a ship out from New York about once in three weeks. 

It may be noted here that the East Asiatic Company 
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sends an occasional vessel to the Far East direct through 
the Canal; and at irregular times the vessels of the com- 
pany return from the Far East to Denmark through the 
Panama Canal. 

The Atlantic-Gulf-Far East Line has sent a ship throuch 
the Canal, outward bound from the United States to Japan, 
and will continue the service according to the availabi-ity 
of tonnage. 

From the Atlantic Coast of the United States to Aus- 
tralia and New Zealand.—The United States and Australia 
Line operates between New York and the rorts of New 
Zealand and Australia, with a vessel out about every 
month. 

The Ellerman Lines have a service from New York to 
Australia and New Zealand, with irregular sailings. 

The Luckenbach Line is operating a service to Australia 
and New Zealand, with irregular sailings. 

The Federal Steam Navigation Company, a New Zealand 
corporation, has established a line between New Zealand 
and New York, with a ship each way approximately every 
six weeks. 

The American-Australia Line operates between New 
York and Australia, with a vessel each way about every 
sixty days. 

The Commonwealth and Dominion Line serves these 
trade areas, with a ship about every fourth week. 

From Europe to Australia and New Zealand.—The New 
Zealand Shipping Company operates a line between New 
Zealand and Great Britain with possible way calls at Nor- 
folk and New York. Sailings each way are every twenty- 
‘eight days for mail boats, with intermediate sailings of 
cargo ships. 

The Federal Steam Navigation Company operates over 
the same route, with a ship each way about once a month. 

General.—The vessels of the Nautilus Steam Shipping 
Company (the old Gulf Line) sailing from Great Britain 
to the west coast of South America via the Strait of 
Magellan, and returning up the coast, make the home voy- 
age through the Canal. 

At the present time there is no regular service in the 
United States coastwise trade, between the Atlantic and 
Pacific ports of the United States. During the fiscal year 
1915 this was the heaviest traffic through the Canal, being 
nearly 40 per cent of the total. The interruption of traffic 
through the Canal by the slides for six months, beginning 
in the middle of September, 1915, caused the diversion of 
most of the vessels formerly in the coastwise trade to the 
foreign trade. Since the reopening of the Canal the coast- 
wise trade has been relatively slight, and there is no line 

which at this time operates a service approaching regu- 
larity. The Pacific Mail picks up at Cristobal a consider- 
able quantity of cargo for San Diego, Los Angeles and San 
Francisco. 


EXPRESS COMPANY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A summary of the result of operations of the principal 
express companies in May has been promulgated by the 
Commission. It shows that the charges for transportation 
for all companies increased from $12,916,966 in May, 1915, 
to $16,166,940 in May, 1916. The operating revenue, after 
deducting the cost of the express privilege, and so forth, 
rose from $6,876,212 to $8,467,340. The operating income 
rose from $363,953 in May, 1915, to $1,049,494 in May, 1916. 
The operating income of the Adams rose from $197,419 
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to $216,869; the American from $180,054 to $256,624; Cana- 
dian from $19,193 to $46,347; Great Northern from $18,717 
to $24,749; Western from $18,377 to $24,264; Southern from 
$23,537 to $143,729; Wells Fargo & Co. from $232,762 to 
$330,660; and the Western suffered a reduction from $10,- 
390 to $6,389. 


For the eleven months of the fiscal year ending in May 
the operating income of all the companies rose from 
$1,703,396 to $9,716,422; Adams from a deficit of $514,952 
to a positive income of $1,942,995; American from $313,575 
to. $3,047,632; Canadian from $26,040 to $243,013; Great 
Northern from $141,745 to $344,374; Southern from $592,- 
473 to $1,476,318; Wells Fargo & Co. from $1,038,642 to 
2,672,248; the Western from a deficit of $36,004 to a 
pcesitive of $92,407. 


COMMISSION ORDERS 


At the request of complainant, the Commission has dis- 
missed case Nos. 8939, Portland Traffic & Transportation 
Assn. et al. vs. Ore.-Wash. R. R. & Nav. Co. et al.; 8661, 
Fred S. Martin vs. Sioux City Service Co. et al.; 8863, 
Camden Iron Works, Inc., vs. P. R. R. et al.; 8308, Itasca 
Lumber Co. vs. Gt. Nor.; 8705, Swift & Co. vs. Arkansas 
& Gulf et al.; 8450, Duluth Log Co. vs. Soo Line et al., and 
8935, Milwaukee Bag Co. vs. C. & N. W. et al. 


Complainant, the Commercial Club of the city of Duluth, 
has amended its complaint filed with the Commission 
against the P. R. R. et al., under docket No. 8628, by add- 
ing the B. & A., B. & M., C. R. R. of N. J., Cent. Vt., D. & 
H., D. L. & W., Eastern Steamship Corporation, Lehigh 
Valley, Michigan Central, Maine Coast Co., New England 
S. S. Co., N. Y. N. H. & H., N. Y., 0. & W., P. & R., Rutland 
R. R., Great Lakes Transit Co. and Northwestern S. S. 
Co. as additional party defendants. 

The Inland Crystal Salt Co. has been allowed to inter- 
vene in case No. 8896, Portland Traffic and Transporta- 
tion Bureau vs. C., M. & St. P. et al., and 8963, Trans- 
portation Bureau of Seattle Chamber of Commerce et al. 
vs. Northern Pacific et al. 

Complainant, the Mount Pleasant Fertilizer Co., in case 
6340, vs. L. & N. and Sou. Ry. et al., has been’ granted 
reparation in the sum of $60.73. 

Commission has granted reparation to complainant in 
case 6000, Federal Glass Co. et al. vs. Rock Island et al., 
in the sum of $4,590.02. 

The Commission has postponed the effective date of its 
orders in case No. 6513, Thompson, Ritchie & Co., Inc., 
et al. vs. Vicks. S. & P. et al., and in Fourth Section 
Order No. 5843, Class and Commodity Rates to and from 
Ruston, La., until February 1, 1917, in so far as orders 
relate to specific rates applicable on commodities be- 
tween Shreveport, Alexandria, Monroe or Ruston, on the 
one hand, and St. Louis, Memphis, Kansas City and de- 
fined territories, on the other. 

The Hutchinson Traffic Bureau has been allowed to 
intervene in case 8827, Public Utilities Commission of the 
State of Colorado et al. vs. Santa Fe et al.; the Baltimore 
Chamber of Commerce in case 8994, Committee on Ways 
and Means, to prosecute case of alleged railroad rate and 
service discrimination at the Port of New York et al. 
vs. B. & O. et al., and the C. T. H. & S. E., in case 9021, 
Ernest Heldmaier vs. C. I. & L. 

The Commission has allowed the amending of com- 
plaint 8489, Kansas-Oklahoma Traffic Co. vs. Elgin, J. & 
E. et al., by the adding of the Santa Fe and the M., K. & 
T. as additional party defendants. 

The Commercial Club of St. Joseph, Mo., has been al- 
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lowed to intervene in case 8955, Commercial Club of Kan- 
sas City, Mo., et al. vs. Ala., Tenn. & Nor. et al. 

Complainant R. E. Cobb Co. has amended its complaint 
filed with the Commission under Docket No. 8931, vs. St. 
P., ME @ 0; et al: 

Kompass & Stall Co., the I. X. L. Furniture Co., Was- 
muth-Endicott Co., Campbell-Smith-Ritchie Co. and the 
Greencastle Cabinet Co. have been allowed to intervene 
in case 8974, Shower Bros. Co. et al. vs. Ann Arbor et al. 

The Bonners Ferry Lumber Co. has been allowed to 
intervene in case 8942, Libbey Furniture Co. vs. Gt. Nor. 

The Commission has awarded reparation to complain- 
ant Wilson W. Woolson Spice Co., in case No. 7925, vs. 
Pa. Co. et al., in the sum of $240; to complainant F. 
Lucke & Co., in case 6995, vs. Wabash, in the sum of 
$365.26; to complainant the National Pickle & Canning 
Co., in case 7377, vs. Rock Island et al., in the sum of 
$68.74; to complainent the Salem Iron Works et al., in 
case 6260, vs. Sou. Pac. et al., in the sum of $65.89; to 
complainant Englehardt Heating Co., in case 7743, vs. 
N., C. & St. L. et al., in the sum of $279.79; to complain- 
and the Alabama Red Cedar Co., in case 5999, vs. N., C. 
& St. L. et al., in the sum of $120.94; to complainant the ~ 
Sloss-Sheffield Steel & Iron Co., in case 4800, vs. L. & N. 
et al., in the sum of $103.73; to complainant the Kirby 
Lumber Co. in case 5294, vs. Gulf, Colo. & Santa Fe et 
al., in the sum of $397.05; to complainant Woodson & 
Graves, in case 7711, vs. Virginian Ry. Co. et al., in the 
sum of $50.43, and to complainant Dante & Russell, Inc., 
in case 5675, vs. Gilmore & Pittsburgh, in the sum of 
$55.56. 





Digest of New Complaints 








No. 8418. Railroad Commission of Louisiana vs. Aransas Har- 
bor Terminal Ry. Co. et al. 

Petition for specific erder-instructing the Texas R. R. Com- 
mission to cease and desist from charging and collecting the 
rates which it has prescribed under the Commission’s order 
of Aug. 28, 1916, and that they be prohibited from receiving 
or charging rates other than or different from those pre- 
scribed by the Commission for the distances between Shreve- 
port and Texas stations on movements wholly within the 
State of Texas. 


No. 9135. The New Era Milling Co., Arkansas City, Kan., vs. 
S&S EF £ es. . Rn. RB. Co 


Unjust and unreasonable charges in excess of the published 
tariff rates on shipments of grain or seeds from points in 
Oklahoma to Arkansas City, Ark. Asks for interpretation by 
the Commission as to correct rates to apply on certain out- 
lined movements and for reparation. 


No. 9136. The Cleveland Provision -Co., Cleveland, O., vs. B. 
& O. R. R. et al. . 

Unreasonable aggregate charges in Rule 4 of Paragraph 4 
of New York Central I. C. C. LS162 as applied to peddler 
cars and against a minimum therein of 20,000 pounds as un- 
just and unreasonable and unjustly discriminatory. Ask for 
a cease and desist order, the establishment of maximum rules 
to apply on fresh meats and packing house products in ped- 
dler cars- between Cleveland, O., and points in Ohio, New 
York, Pennsylvania and West Virginia. 


No. 9137. Pittsburgh Vein Operators’ Assn. of Ohio et al., Co- 
lumbus, O., vs. B. & O. et al. 

Alleges rates on coal from Pittsburgh vein field in Ohio to 
Michigan and northern Indiana are unjust and unreasonable 
because the differential under West Virginia, Kentucky and 
Tennessee coal is less than 50 cents a ton. Ask for a 50 
cents diterential. 


No. 9138. N. A. Webster, Texarkana, Ark., vs. New Orleans & 
Northeastern Ry. Co. et al. 
Asking for reparation of demurrage charges incurred on a 
shipment of lumber from Enterprise, Miss., to Indianapolis, 
Ind., due to alleged failure to obey deliyery instructions. 


No. 9139. Fischer Lime and Cement Co., Inc., Memphis, Tenn., 
vs. Southern Ry. Co. et al. 
Unreasonable demurrage charges on shipments of lime and 
portland cement, Memphis to Ripley, Miss. Reparation asked 
for. 


No. 9140. Ichabod T. Williams & Sons, New York City, vs. 
Baltimore & Ohio R. R. Co. et al. 

Unjust and unreasonable charges on shipment of lumber 
from Rainelle, W. Va.. to Stapleton, New York City, due to 
alleged errors in weighing. Reparation asked for. 

No. 9141. Walter A. Zelnicker Supply Co., St. Louis, Mo., vs. 
Texarkana & Fort Smith Ry. Co. et al. 
Unjust and unreasonable charges on shipments of empty 
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tank cars on their own wheels from Port Arthur to East St. 
Louis. The establishment of maxima rates not to exceed 
$42.00 per car asked for and reparation. 

No. 9142. Union Petroleum Co., Chicago, IIL, 

Brazos Valley R. R. Co. et al. 

Against a rate of 94 cents on a tank car shipment of gaso- 
line from Corsicana, Tex., to Gillett, Wis., as unreasonable 
and unjust because it exceeded the combination of commodity 
rates. Cease and desist order and maxima rates asked for. 

No. 9143. Richard Hopkins, New York City, vs. Ocean S. S. Co. 
of Savannah. 

Against the application of a commodity rate of 20 cents per 
100 pounds on shipments of onions from Savannah to New 
York City as unjust and unreasonable. Ask for the estab- 
lishment of a rate of 19 cents or such other rate as the Com- 
mission shall deem just and reasonable and reparation. 

l. and S. 772. Molasses from Texas and Louisiana. 

Petition by the lower Missouri River protestants for rehear- 
ing in so far as the Commission’s decision referred to the 
rates on black strap molasses to lower Missouri River points. 

No. 9144. Columbia Iron Works, Chattanooga, Tenn., vs. Sou. 

Ry. Co. et al. 

Unjust and unreasonable charges on cast iron service boxes 
—, — Tenn., to Jacksonville, Fla. Reparation 
aske or. 

No. 9145. The Procter & Gamble Mfg. Co., Kansas City, Mo., 
and Cincinnati, O., vs. A. T. & S. F. Ry. Co. et al. 

Unjust and unreasonable charges on shipments of soap 
stock from Oklahoma points to Kansas City by reason = the 
limitation of Item 150, Supplement 10 to Leland’s I. C. C. 1000 
on reshipping. Reparation asked of $1,268.77. 

No. 9146. McGowin-Foshee Lumber Co., Falco, Ala., vs. Fla., 

Ala. & Gulf R. R. Co. et al. 

Unjust and unreasonable rates on lumber from Falco to 
destinations north of the Ohio River and east of the Missis- 
sippi. Cease and desist order, the establishment of rates not 
to exceed the rates now in effect from Galliver, Fla. 

No. 9147. Merchants’ Exchange of St. Louis vs. Great Lakes 

Transit Corporation et al. 

Against a failure to establish joint through rates on grain 
products, including flour, for both domestic and export traffic, 
from Chicago, Milwaukee, Duluth and Superior, leaving St. 
Louis shippers in position of having to ship from Chicago on 
the local rates from St. Louis. Cease and desist order, the 
establishment of joint through rates asked for. 

No. 9148. Boston Chamber of Commerce et al. vs. Ocean S. S. 

Co. of Savannah et al. 

Unjust and unreasonable rates from Boston and Providence, 
class and commodity, to points in Georgia, Florida, Alabama, 
Mississippi, Louisiana, Tennessee and Kentucky, in so far as 
they exceed the rates from New York and points taking New 
York rates. Cease and desist order, the establishment of 
max'ma rates asked for. 

No. $149. The Black Diamond Co. et al., 
Hocking Valley Ry. Co. et al. 

Alleges rates on coal from southern Oh‘o mine to points in 
Michigan and Northern Indiana are unjust, unreasonable and 
unduly @Ciscriminatory in favcr of mines in West Virgina, 
Kentucky and Tennessee in thet the differential is less than 
50 cents in f-vor of the Ohio mines. Ask for reduced rates 
from Ohio mines so ac te create such a differential. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. e 


September 14, in I. and S. No. 920, the Commission sus- 
pended from September 15 until January 13, schedules in the 


vs. Trinity & 


Columbus, O., vs. 





Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last issue of The Traffic World. Cancellat'ons and postpone- 
ments announced too late to show the change in this Docket 
will be noted elsewhere. 
pug 25—Spokane, Wash.—Examiner Disque: 

& S. 849—Davies Spur, Wash., express rates. 

; & S. 868—Spokane switching. 

. & S. 875—Poles from Pacific coast. 
september 25—New Orleans, La.—Examiner Burnside: 
1. & S. 864—Lumber to New York. 
|. & S. 865—Drayage absorption. 


September 25—Ft. Worth, Tex.—Examiner McCawley: 
8812—Ielix P. Bath & Co. vs. Ft. W. & R. C. Ry. Co. et al. 


September 25—Lincoln, Neb.—Examiner Waters: 
7424—Abel & Roberts vs. Mo. Pac. Ry. Co. 
September 25—South Bend, Ind.—Examiner Spethman: 
882—Cyrus C. Shafer Lumber Co. vs. St. L. lL M. & S. Ry 
Co, et al. 
September 25—Detroit, Mich.—Examiner Marshall: 


& S. 774—Bituminous coal to C. F. A. territory. 
7662—Grand Rapids Assn. of Commerce et al. vs. A. A. R. R. 


Co. et al. 
6951—Kellogg Toasted Corn Flakes Co. vs. M. C. Ry. Co. et al. 
7089—.lackson Chamber of Commerce vs. A. A. R. R. Co. et al. 


7371—Battle Creek Chamber of Commerce et al. vs. B. & O. 
R. R. Co. et al. 
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following: F. G. Airy, agent, Sup. 7 to I. C. C. No. C1216, Sup. 
9 to I. C. C. No. C1216. The suspended schedules cancel express 
commodity rates on fish from Selkirk, East Selkirk and other 
points in Manitoba, Canada, to Detroit, Butalo and New York, 
and for the future apply class rates on such traffic. 

September 14, in I. and S. No. 921, the Commission sus- 
pended from September 15 until January 13 schedules in the 
following: Chesapeake & Ohio Ry. Co. Sup. 6 to I. C. C. No. 
3489; J. J. Cottrell, agent, Sup. 14 to I. C. C. No. 61, I. C. C. 
No. 108, Sup. 1 to I. C. C. No. 108. The tariffs increase rates 
on smoking tobacco and other tobacco products from Virginia 
and North Carolina points to southeastern destinations. 


September 14, in I. and S. No. 919, the Commission suspended 
from September 15 and later dates, until January 13, schedules 
in the following: Eugene Morris, agent, Sup. 42 to I. C. C. No. 
546, effective Sept. 15, 1916; F. A. Leland, agent, Sup. 42 to 
I. C. C. No. 1085, effective Sept. 15, 1916: Sup. 33 to I. C. C. 
No. 1094, effective Sept. 24, 1916: Sup. 9 to I. C. C. No. 1128, 
effective Sept. 20, 1916; Sup. 5 to I. C. C. No. 1143, effective 
Sept. 23, 1916. The suspended schedules increase the mini- 
mum carload weight of bags and bagging, including clayed 
cotton burlap, and other kinds, to 36,000 pounds. The present 
minimum weight is 30,000 pounds. 

September 16, in I. and S. No. 922, the Commission suspended 
from September 18 until January 16 schedules in Supplement 
No. 1 to Denver & Salt Lake, I. C. C. No. 39. The suspended 
tariff cancels the joint rates on soft coal from the Qak Hills 
district in Colorado to stations in Kansas, Nebraska and Mis- 
souri, and also Council Bluffs, Iowa, on the Chicago, Rock 
Island & Pacific. 


September 20, in I. and S. No. $23, the Commission suspended 
from September 20 until January 18 schedules in the following, 
issued by the Chicago, Milwaukee & St. Paul: Chicago, Mil- 
waukee & St. Paul Ry. Sup 14 to C. M. & St. P. I. C. C. No. 
B3022, and Sup. No. 15 to C. M. & St. P. I. C. C. No. B3022. 
The schedules cancel the proportional commodity rates on lig- 
nite coal from Edgeley and Linton, N. D., originating at sta- 
tions on the Northern Pacific Ry. and destined to certain points 
on the Chicago, Milwaukee & St. Paul in South Dakota, and for 
the future application of class rates thereon. 


September 21, in I. and S. No. 924, the Commission suspended 
from September 22 and later dates until January 20, schedules 
in the following: C. R. lL. & P. Ry. (Jacob M. Dickinson, re- 
ceiver), Sup. 35 to I. C. C. No. C9581; Galveston, Harrisburg & 
San Antonio Ry. Co., Houston East & West Texas Ry. Co., 
Houston & Texas Central R. R. Co., Texas & New Orleans R. R. 
Co., Houston & Shreveport R. R. Co. I, C. C. No. 1v68, effective 
October 26; Kansas City Southern Ry. Co. Sup 10 to l. Cc. C. 
2880, Sup. 10 to I. C. C. No. 3071, effective Oct. 1; Midle and Val- 
na mh m. ee £. S.C. Me Bet. c. CC. Mo. sa8: M. K. & T. Ry 
(C, E. Schaff, receiver), I. C. C. No. A4236, effective October 10: 
St. Louis Southwestern Ry. Co. Sup. 5 to I. C. C. No. 3364, 
I. C. C. No. 3499; F. A. Leland, agent, Sup. 31 to I. C. C. No. 
1032, Sup. 32 to L Cc. C. No. 1632, Sup. 4 te I. C. C. No. 11713, 
Sup. 5 to I. C. C. No. 1115, ‘Sup. & to I. C. C. No. -1121,. Sup. 7 
to I. C. C. No. 1121, Sup. 3 to I C. C. No. 1141, Sup. No. 4 to 
I. Cc. C. No. 1141. The suspended schedules provide a charge of 
$1 and $2 for bedding single-deck and double-deck cars, re- 
spectively, to be londed with live stock, <pplicable in connec- 
tion with traffic originating in southwestern territcry. At the 
present time it is the general practice of carriers to furnish 
the material and labor incident thereto with charge, and in 
cases where shippers furnish same an allowance of 25 cents per 
cer is uctvally made. The proposed establishment of the eharges 
in question also withdraws from the shipper the privilege of 
furnishing the necessary material and labor for bedding stock 


cars. 















P. & L. E. R. R. 





7667—Jackson Chamber of Commerce vs. 
Co. et al. 

oo cee Creek Chamber of Commerce et’al. 

eet al. 

7669—Carter Car Co. et al. vs. G. T. Rv. Co. of C. et al. 

7422—Carter Car Co. et al. vs. K. & M. C. Ry. Co. et al. 

ee Creek Coal Co. vs. Hocking Valley Ry. 
‘o. et al. 

9137—Pittsturgh Vein Operators’ Assn. of Ohio et al. vs. B. 


0. R. R. Co. et al. 


September 25—Watertown, N. Y.—Examiner Hillyer: 
8971—-Diana Paper Co. et al. vs. P. R. R. Co. et al. 
September 25—New York, N. Y.—Examiner Howell: 
6562—In the matter of leases and grants of property by carriers 
to shippers. 
Sept. 26—New Orleans, La.—Examiner Burnside: 
8927—Dr2wes Sugar Co. et al. vs. Sou. Pac. Co. et al. 
§6901—Andres Gunderson vs. G. & S. I. R. R. Co. 


September 26—Spokane, Wash.—Examiner Disque: 
8637—W. G. Chaney Co., Ltd., vs. Great Nor. Ry. Co. et al. 
8830—C. F. Ewing & Co. vs. Spokane Int. Ry. Co. et al. 
891C-—C, F. Ewing & Co. vs. Spokane Int. Ry. Co. et al. 


SGoptemaer 26—Chicago, Ill—Examiner Spethman: 
& 852—Fireproofing. 
& rs 863—Lumber from Indiana stations. 
Septemoer 26—Omaha, Neb.—Examiner. Waters: 
8881— W. R. Adams vs. C. & S. Ry. Co. et al. 
8923—Sunderland Bros. Co. vs. Mo. Pac. Co. et al. . 
8958—Nye-Schneider-Fowler Co. vs. C. & N. W. Ry. Co. et al. 


vs. Pa. Co. 
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September 27—New Orleans, La.—Examiner Burnside: 

1. & S. 812—Terminal] allowances at New Orleans: 

September 27—Chicago, IlIl.—Examiner Spethman: 
7688—Chapin & Co. vs. C. I. & L. Ry. Co. et al. 
7c00—A. L. Greenburg Iron Co. vs. C. & E. I. R. R. Co. eta 

September 27—Laredo, Tex.—Examiner McCawley: 
8914—Lange Soap Co. vs. G. H. & S. A. Ry. Co. et al 

September 27—Wilkes-Barre, Pa.—Examiner Hillyer: 
8£64—Wyoming Shovel Works vs. D. & H. Co. et al. 


September 27—Spokane, Wash.—Examiner Disque: 
8649, Sub. No. 1—Orrin S. Good vs. Gt. Nor. Ry. Co. et al. 
(Only Sub. No. 1 to be “wy g* 
8804—Orrin S. Good vs. C. M. & St. P. Ry. Co. et al. 
8821—Orrin S. Good vs. Gt. Nor. Ry. "Co. 
= — Lumber and Pole Co. vs. Northern Pacif 
o. eta 
September 27—Washington, D. C.—Examiner Gartner: 


6624—Application of the Grand Trunk Ry. Co. of Canad 
under the Panama Canal Act. 


September 28—S‘oux City, Ia.—Examiner Waters: 
8888—Flanley Grain Co. et al. vs. Gt. Nor. Ry. Co. et al. 


Septemebr 28—Washington, D. C.—Examiner Watkins: 
|. & S. 8 0—Southeastern cotton goods. 


September 28—Laredo, Tex.—Examiner McCawley: 
€933—Olaldey Compania vs. Sou. Pac. Co. et al. 


September 28—Chicago. [ll.—Examiner Spethman: 
8&87—Hollingshead & Blei Co. vs. St. L. l. M. & S. Ry et al 


ss02—Creamery Package Mfg. Co. vs. St. L. & S. F. R. R. 


Co. et al. 


September 28—Spokane, Wash. Rng ecugy 4 Lag ay 

8773—E. H. Stanton Co. vs. Nor. Pac. Co. et al. 

8893—M. Seller & Co. vs. S. P. & S. Ry. Re 

8858—Potlatch Lumber Co. vs. W. I. & M. Ry. Co. et al. 

Such portions of Fourth ee Application No. 349, filed b 
R. H. Countiss, agent, by which the carriers named a 
parties thereto ask authority to continue to charge for the 
transportation of inedible tallow and grease from Seattle, 
and Tacoma, Wash., Portland, Ore.. and other Pacific coast 
points specified in the complaint, to Chicago, IIl., and other 
eastern po'nts or destinations specified in said complaint, 
rates which are lower than the rates contemporaneously 
maintained on like traffic from Spokane, Wash., and other 
intermediate points.. (In connection with Docket No. 8773, 
E H. Stanton Co. vs. Northern Pacific Ry. Co. et al.) 


September 29—Omaha, Neb.—Examiner Pattison: 
1. & S. 838—Fence posts from southwest. 


September 29—Chicago, Ill—Examiner Spethman: 
se05—U. S. Brewing Co. of Chicago vs. Mich. Cent. R. R. Co. 
8915—Chicago Retort and Firebrick Co. vs. Wabash Ry. Co. 
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September 30—Houston, Tex.—Examiner McCawley: 
~~. ‘oe and Lumber Co. vs. M. L. & T. R. R. & 
o. et a 


September 30—Muscatine, Ia.—Examiner Waters: 
8919—Henry F. Kath Co. vs. Ala., Tenn & Nor. Ry. Co. et al. 


October 2—Chicago, Ill.—Examiner ean 
8965—Hilgard Lumber Co. vs. C. & E. I. R. R. Co. et al. 
8974—Showers Bros. Co. et al. vs. Ann Arbor R. R. Co. et al. 


October 2—Memphis. Tenn.—Examiner Burnside: 
7304—City of Memphis et al. vs. C. R. I. & P. Ry. Co. et al. 


October 2—Seattle, Wash.—Examiner teen: 
8722—Roy & Roy Mill Co. vs. B. & M. R. 
8853—Canyon Lumber Co. vs. Gt. Nor. Ry. Roo. et al. 


October 2—Beaumont, Tex.—Examiner McCawley: 
$947—Orange Rice Mill Co. vs. Texas & N. O. R. R. Co. et al. 


October 2—Des Moines, Ia —Examiner Pattison: 
|. & S. 815—Omaha-Kansas rates. 
6241—Iowa State Board of R. R. Commissioners vs. Arizona 
Eastern R. R. Co. et al. 


October 2—Detroit, Mich.—Examiner Marshall: 
8598—Pittsburgh Ccal Operators’ Assn. vs. Pa. Co. et al. 
8°23—Lake cargo coal rates. 

October 2—St. Louis, Mo.—Examiner Gutheim: ‘ 

* = “e+ on Men’s League of St. Louis vs. A. T. & S. F. 

Ry. et al. 


October 4—Portland, Ore.—Exeminer Disque: 
8609—Mitchell, Lewis & Staver Co. vs. C. & N. W. Ry. Co. 
et al. 
8614—Moertin Brokerage Co. et al. vs. S. P. Co. et al. 
8765—Clossett & Devers vs. N. P. Ry. Co. 
8865—G. W. Gates & Co. vs. S. P. Co. et al. 


oo, 4—Nashville. Tenn.—Examiner Burnside: 
Ss 843—Moulding sand to Nashville,. Tenn. 
Sas¢—Cheek- Neal Coffee Co. et al. vs. L. & N. R. R. Co. et al. 


a wry’ 4—Argument at Washington, D. C.: 
-& §&. A grain case. ‘ 
i & S. 796—Illinois passenger fares. 
7781—Srere Bros. & Co. vs. C. C. C. & St. L. Ry. Co. et al. 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 











Put Your Advertising Man 
On The List 


It is a custom among subscribers of THE TRAFFIC WORLD to pass their copies to 


other officials to be read by them before being filed. 


you include your Advertising Manager. 


If you do this, we suggest that 


Put his initials on the cover, so that he will receive the publication and become familiar 
with it and its ability to carry your advertising into a field that may be teeming with 


possibilities for the sale of your product. 


Advertising men, generally, know little about the character of this publication and of 


the caliber of its readers. 


Therefore, they have a cheerful, offhand way of classing it 


with trade journals to which it is in no way similar or related. 


THE TRAFFIC WORLD is read not only by employed, technical traffic men, but also, 
and with deeper financial interest, by the official class from presidents downward. These 
officials authorize the purchase of service and specialty commodities amounting to many 


millions of dollars annually. 


Perhaps they buy goods similar to yours. 


At any rate, 


give your advertising man an opportunity to determine whether | they do or not and 
to consider the publication for a place on his list of advertising media. 


Write for further information if you have anything to sell to the manufacturing-ship- 


ping concerns or the railroads, or both. 


Advertising Department, THE TRAFFIC WORLD 


418 South Market Street, Chicago, IIl. 
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ae wy a’ 5—Argument at Washington, D. C.: 
. & S. 789—Lake and rail rate cancellations (No. 2). 
& S. 800—Coal from Pennsylvania mines. 
set Collieries Co. et al. vs. B, & L. E. R. R. Co. et al. 
October 5—Minneapolis, Minn.—Examiner Pattison: 
€936—McCaull-Dinsmore Co. vs. C. B. & Q. R. R. Co. et al. 
8769—Page & Hill Co. vs. Gt. Nor. Ry. Co. et al. 
@27C—H. M. Stocking & Co. vs. M. St. P. & S. S. M. Ry. Co. 
8931—R. E. Cobb Co. vs. C. St. P. M. & O. Ry. Co. et al. 


October 5—Portland, Ore.—Examiner Disque: 





tee Coast Lumbermen’s Assn. et al. vs. A. & W. Ry. 

o. et al. 

ar Eg Coast Lumbermen’s Assn. et al. vs. B. & A. R.-R. 
o. et al. 


October 5—Nashville, Tenn.—Examiner Burnside: 
—¢? ity of Springfield, Tenn., et al. vs. L. & N. R. R. Co. 
et al. 
October 5—Washington, D. C.—Examiner Waters: 
8946—E. W. Burritt Co. vs. Can. Pac. Ry. Co. et al. 
¢970—Harris Granite Quarries Co. vs. Sou. Ry. Co. et al. 
October 5—Boston, Mass.—Examiner Eddy: 
* 1. & S. 895—New England lumber rates (No. 2). 


October 6—Washington, D. C.—Examiner Waters: 
8885—Ball Bros. Glass Mfg. Co. vs. C. C. C. & St. L. Ry. et al. 


Comber 6—Argument at Washington, D.-C.: 
. & S. 805—Export grain from Colorado. 
‘ & S. 833—Export grain storage charges. 
we Chamber of Commerce vs. B. & O. R. R. Co. 
eta 
October 6—Texarkana, Ark.—Examiner McCawley: 
8861—N. W. Webster vs. T. & P. Ry. Co. 


Cctober 6—Minneapolis, Minn.—Examiner Pattison: 
r. & S. 858—Scranton- Williamsport fail and lake. 
1. & S. 861—Barley and oats from Minneapolis. 


Ictober 6—Portland, Ore.—Examiner Disque: 
8456—Astoria Box Co. et al. vs. S. P. & S. Ry. Co. et al. 
a ee oe Traf. & Transp. Assn. vs. C. M. & St. P. Ry. 

‘o. et al. 

€363—Transp. Bureau of the Seattle Chamber of Commerce et 

al. vs. Northern Pacific Ry. Co. et al. 


October 7—Minneapolis, Minn.—Examiner Pattison: 
4842—Consumers Co. vs. M. St. P. & S. S. M. Ry. Co. et al. 


ae ag a 7—Argument at Washington, D. C.: 
& S. 839—Wall board rating. 
1623 Tea ver Co. vs. N.Y. C. R: R. Co. et al. 
/853—Nitro Powder Co. vs. West Shore R. R. Co. et al. 


4#081—Board of Trade of Chicago vs. Pere M. R. R. Co. 
Jctober 8—Pine Bluff, Ark.—Examiner McCawley: 
8855—C. M. Ferguson & Son Grocery Co. et al. vs. A. B. & A. 


Ry. Co. et al. 
Dctober 9—Louisville, Ky.—Examiner McCawley: 
* 84282—New Albany Box and Basket Co. vs. Ill. Cent. R. R. Co. 
et al. 
* 8741—Northwestern Liquor Assn. vs. Pa. Term. Ry. Co. et al. 
October 9—Knoxville, Tenn.—Examiner Burnside: 
7228—Knexville Iron Co. vs. A. B. & A. R. R. Co. et al. 
86€2—O. C. Kindred vs. C. N. O. & T. P. Ry. Co. 
8872—J. Allen Smith & Co vs. Sou. Ry. Co. et al 


October 9—Portiand, Ore.—Examiner Disque: 

a Traf. & Transp. Co. vs. C. & N. W. Ry. Co 
et al. 

8 939—Portland Traf. & Transp. Co. vs. Ore.-Wash. R. R. & 
Nav. Co. et al. 

8949—Portland Traf. & Transp. Co. vs. Ore.-Wask. R. R. & 
Nav. Co. et al. 

e95°—Portland Traf. & Transp. Co. vs. C. R. Il. & P. Ry. 
Co. et al. 

October 10—Lou'sville. Ky.—Examiner McCawley: 

* 8879—Standard O'l Co. vs. Yazco & M. V. R. R. Co. et.al. 

* Fourth Section ‘pp'tications Nos. 1912, 2043 and 2045. Por- 
tions of the following fourth section applicaticns by which 
the carriers named, as parties thereto, ask authority to con- 
tinue to charge for the trenspcrt*tion of petroleum refined 
ol in t»nk cars from North Baton Rouge, La., to Tyler- 
town, Miss., rates wlich are lower-than the rates con- 
temporaneously ma‘ntained on Ike traffe from or to inter- 
mediate points: 1912. Fernwood & Gulf R. R. Co.; 2043, 
Yazoo & M. V. R. R. Co.; 2045, Ill. Cent. R. R. Co. 


October 10—Knoxville, Tenn.—Examiner Burnside: 

$427—Traffic Bureau of Knoxville vs. B. & O. R. R. Co. et al. 
Also such portions cf the fcllowing fourth section appli- 
eations as seek authority to continue rates on classes and 
commodities from Bocton, Mass., New York, N. Y.. Phila- 
delphia, Pa., and Balt‘more, Md., which are lower than the 
rates concurrently applicable on i'ke traffic from Johnstown, 
Connellsville, Blairsville and Williamsburg, Pa., Piedmont 
and Clarksville, W. Va., and Cumberland, Md... and other 
intermediate points and as seek authority ‘to continue rates 
on classes and commod'ties from Boston, New York, Phila- 
delphia and Beltimore end eastern seaboard territory and 
points basing thereon to Nashville, Tenn., which are lower 
than the rates concurrently »ppliceh'e on lite traffic to 
Krox:ille. Tenn., an? other intermediete points: No 1548, 

of the Southern Ry. Co: No. 1780, of C. C. McCain, agent. 


October 11—Duluth, M’nn.—Exrminer Pattison: 
1. & S. 709—T ake and rvil rate cancel'at’ons. 
October 11—Argument at Wash ngton, D. C.: 


8451—Bert Ramsey, & Co. et al. vs. A. T. & S. F. Ry. Co. et al. 


8381—J. V. Stimson vs. Sou. Ry. Co, et al. 
8429—D. C. & J V. Stimson vs. L. H. & St. L. Ry. Co. et al. 
3544—Bascom-Porter Co. vs. A: T. & S. F. Ry. Co. 


6764—Bascom-French Co. vs. A T. & S. F. Ry. Co. et al. 

October 12—Argument at Washington, D. C.: 
bt Gr 19~ samen Traffic Assn. et al. vs. Ann Arbor R. R. 
o. et al. 


THE TRAFFIC WORLD 








Vol. XVIII, No. 13 





8380—Butte Wholesale Grocery Co. et al. vs. B. A. & P. Ry. 
Co. et al. , 
October 12—Duluth, Minn.—Examiner Paitison: 
$786—J. I. Mandel et al. vs. Nor. Pac. Ry. Co. 
2628—Commercial;: Club of Duluth et al. vs. Pa. Co. et al. 


October 12—Sacramento, Cal.—Examiner Disque: 
6831—Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 


October 14—Argument at Washington, D. C.: 
* 8710—Northwestern Terra Cotta Co. et al. 
St. Lawrence R. R. Co. et al. 
* 8734—E. A. Waxelbaum & Bro. vs. Ocean S. S. Co. of Sav. 
et al. 
* 8325—C. S. Emery & Co. vs. B. & M. R. R. R. 
October 14—Somerset, Ky.—Examiner Burnside: 
s he tact Transp. Co. vs. C. N. O. & T. P. Ry. Co, 
et a 
October 16—Argument at Washington, D. C.: 
8571—Public Service Commission of Washington vs. A. & V. 
Ry. Co. et al. 
8834—Kettle River Co. vs. M. P. Ry. Co. et al. 
October 16—Salt Lake City, Utah—Examiner Disque: 
a 9 oma Crystal Salt Co. vs.. Camas Prairie R. R-. Co. 
et al. : 
8727—Knight Woolen Mills vs. D. & R. G. R. R. Co. et al. 
8864—Browning Bros. Co. et al. vs. B. & A. R. R. Co. et al. 
October 1€—Washington, D. C.—Examiner Waters: 
8796—Prest-o-Lite Co. vs. C. C. Cc. & St. L. et al. 
8811—Prest-o-Lite Co. vs. C. H. & D. et al. 


October 17—Argument at Washington, D. C.: 
sa 2° tiem Club of Mitchell et al. vs. A. & W. Ry. 
et al. - 
£652—La Crosse Shippers’ Assn. et al. vs. C. C. C. & St. L. 
Ry. Co. et al. 
October 18—Argument at Washington, D. C.: 
$836—Wm. Adams et al. vs. A. B. & A. Ry. Co. et al. 
8641—Northern Potato Traf. Assn. vs. C. & A. R. R. Co. et al. 
ay meme Lumber Exchange vs. Ann Arbor R. R. Co. 
et al. 
October 18—Washington, D. C.—Examiner Burnside: 
\. & S. 46C—Lumber transit privileges at Buffalo, N. Y. 
7506—Buffalo Lumber Exchange et al. vs. Ala. Cent. et al. 


October 19—Argument at Washington, D. C.: 
8734—Murph) Chair Co. vs. Wabash Ry. Co. 
8706—Herman W. Gersch vs. N. Y. N. H. & H. R. R. Co. 
8714—Swift & Co. vs. N. Y. N. H. & H.-R. R. Co. et al. 
nor SP tataidimmenaae Iron Co. of Virginia vs. C. & O, Ry. Co. 
eta 
October 20—Argument at Washington, D. C.: 
Ir the matter of Bills of Lading (Docket No. 4844 and con- 
solidated cases). 
8369—F. H. Price & Co. et al. vs. A. T. & S. F. Ry. Co. et al. 


October 23—Argument at Washington, D. C.: 
8673—Lamb-Fish Lumber Co. et al. vs. A. C. & Y. Ry. Co. 
et al. 
8672—Traffic Bureau of Nashville vs. L. & N. R. R. Co. 
7286—Henderson Commercial Club vs. Ill. Cent. R. R. Co. et al. 


Cctober 27—Argument at Washington, D. C.: 
8.58—The milk and cream investigation. 
7484—F: irmont Creamer: Co. vs. N. Y. C. & St. L. Ry. Co. 
7654—Golden & “o. vs. Adams Express Co. et al. 
7825—John H. Murchland et al. vs. P. C. C. & St. L. Ry. Co. 
7852—H. P. Hood & Sons vs. D. & H. Co. 
7878&—Walter A. Hall et al. vs. P. C. C. & St. L. Ry. Co. 


vs. Adirondack & 


2034—Ohio ‘Assn. of Creamery Owners and Manufacturers vs. 
= @ ©. RR. e€.al. 
782E—Philadelphia Milk Exchange vs. P. B. & W. R. R. Co. 


et al. 
7825—John H. Murchlard et al. vs. P. C. C. & St. L. Ry. 


November 13—Washington, D. C.—The Commission: 
in re change in date fer ending fiseal vear. 


AGENTS ISSUIN ‘G TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but they 
have filed no tariffs recently. 

Allen, S. A., Cent. States Desp. Continental Line Cincin- 
nati, O. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 

Arnold, H. E., Rutland-Mich. Central Line, Boston, Mass. 

Barber, F. A., Wabash & Lackaawanna DDispatch, St. 
Louis, Mo. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, etc., New York, 
oe P 


Co 












September 23, 1916 








$15 to $40 Saved 











On Every 30,000 Pounds Of 
L. C. L. Freight Shipped East 


Why trifle along with less-than-carlot ship- 
ments to the East, when you can cut your dis- 
tribution cost $15 to $40 on every 30,000 
pounds you ship, according to distance and 
class? 


Simply assemble all your small lots of freight 
into carlots, mark them “Via Hoboken Shore 
Road,” and send them over your regular trunk 
line (any line listed below), to New York 
(Hoboken). 


Hoboken Shore Road 
Eastern Distribution Service 


will distribute this freight in L. C. L. packages, 
WITHOUT CHARGE TO YOU AND 
WITHOUT DELAY, 


anywhere in the East between Rut- 
land, Vermont, on the North; Phila- 
delphia on the South; and as far West 
as Scranton, Pennsylvania. 


Not only do you secure the carlot rate on the 
long haul, effecting above saving, but you 
secure also, fast carlot travel; safer carlot 
shipment; speed in distribution at Hoboken. 


These Trunk Lines Connect with 
Hoboken Shore Road 


New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. Y.) 
West Shore R. R. 
Pennsyivania R. R. 
oo t& & Ww. % &R. 
Erie R. R. 
Lehigh Valley .R. R. 
Central R. R. of N. J. 
Baltimore & Ohio R. R. 
NY O< & W. R. R. 
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IDEAL 


eal 

em 
Marks shipments neatly, quickly, cheaply— 
insures safe delivery—saves time and money 
in the shipping room. 


, FREE BOOK 


@ Every Traffic Manager— 
every business executive 
should read this book! The 
safe delivery of your goods 
depends on the way you 
@mark them—and this book 
Wtells just how to address 
‘E quicker, easier, cheaper, yet 
neater and more accurate. 

It’s packed full of valu- 
able, vital ideas on neater 
marking—on getting quicker 
deliveries—on avoiding de- 
lays and misdeliveries. It’s 
just the kind of a book you 
wilike to read—interesting, 
instructive, helpful! 

We'll put an IDEAL in your shipping room for a 
no-cost-to-you trial and let you use it on your own 
work. The machine must make good before we 
make money. Are you willing to be shown? 

In all frankness, can anything prevent you from 
getting the free book and information? 


IDEAL STENCIL MACHINE Co. 


; 20 IDEAL BLOCK BELLEVILLE, ILL., U.S.A. 
| 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


TRAFFIC MANAGER, now employed, desires to change 
to some larger commercial house or commercial associa- 
tion. Has had technical training in interstate commerce 
and law and eight years’ practical traffic and executive 
experience. Twenty-seven years, single, and thoroughly 
steady in habits. K. B. 44, The Traffic World, Chicago. 









































































































































Do Business by Mail 
It’s profitable, with accurate lists of prospects. Our catalogue 
contains Fital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 
War Material Mfrs. Wealthy Men Fly Paper Mfrs, 
Cheese Box Mfrs. _—_Ice Mfrs. Foundries 







Shoe Retailers Doctors . 





‘armers 
Auto Owners Axle Grease Mfrs. Fish Hook Mfrs. 
Write for this valuable reference book. Also prices and 








Foot of Fifth Street 


HOBOKEN SHORE ROAD 


Hoboken, N. J. 


samples of Fac-simile Letters. 
Have us write or revise your Sales Letters. 
Ross-Gould, 822P Olive Street, St. Louis. 


Ross-Gould 


Mailing 


Lists 
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Behrman, M., New Orleans Public Belt R. R. Co., New 
Orleans, La. . 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 

Boyd, E. B., Western Trunk Line Committee, Chicago, Ill. 

Boyd, E. B., Illinois Frt. Com., Chicago, Ill. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, IIl. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stocker, 
Chicago, Ill. 

).roaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 


St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Chalenor, L. E., Southeastern Freight Association, At- 
lanta, Ga. 


Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory « Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Com., New York, N. Y. 

Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 

Cottrell, J. J., Va. Lines’ Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinental Frt. Bureau, Chicago, Ill. 

Crow, W. R., Erie Despatch, Chicago, Ill. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dud.ey, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duke, Nat., Mich. Cent.-Lackawanna F. F. Line, New York, 
| a < 

Duke, Nat., Pere Marquette-Lacakawanna F. F. Line, New 
Form, NH. ¥. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, IIl. 

Fyfe, R. C., Western Classification Com., Chicago, Ill. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, III. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt Lake 
City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, Il. 

Hunter, J. A., Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 
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Lowry, L. A., Chicago Switching Committee, Chicago, IIl. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, III. 

Morris, Eugene, Central Freight Association, Chicago, III. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Mote, E. E., Pacific Car Demurrage Bureau, San Fran- 
cisco, Cal. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Renneker, W. E., Florida Orange-Pineapple Tariff. 

Robinson, L. R., Canadian Pacific Despatch Eastbound 
Guidebook. 

Sedgeman, W. J., Seaboard-Colo-Utah Com., New York, 
N.. ¥. : 
Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, F. E., Star Union Line, Pittsburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Ill. 

Souders, L. M., Empire Line, Chicago, II. 

Stewart, J. B., Ontario Central Desp. F. F. Lines, New 
York, N. Y. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
mS 

Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


NEW BOOKS 


The Panama yar and Commerce 


Chapter Headings 
The reason for its building—The canal and 
the length and time of ocean voyages—Serv- 
ices through the canal—The canal and freight 
rates—The canal and the domestic trade and 
industries of the United States—The canal 
and the foreign trade of the United States— 
The canal and the American Marine—Europe’s 
interest in the canal—Competition of the 
Suez and the Panama routes—Fuel supplies 
and costs via the canal and alternative routes 
—Panama canal tolls—Tonnage rules—Ad- 
ministration—What happened when the slides 
closed the canal. 
Illustrated with maps and diagrams 


Principles of Railroad Transportation 
Johnson 
An up-to-date treatise on all phases of rail- 
road transportation, profusely illustrated. 
Small 8vo. Cloth binding, $2.60. 
For sale by 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street CHICAGO, ILL. 








oe 
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IN THIS WEEK’S ISSUE OF 


The Tratfic Bulletin 


Are listed the first of the 
C. F. A. Tariffs carrying the 
new Class Scale. Also the 
first individual road cancella- 
tions made necessary thereby. 


If you want to keep your 
tariff file up-to-date on this 
| most important matter THE 
| TRAFFIC BULLETIN will 


prove indispensable. 


| Samples and further information free on request. 


The Traffic Service Bureau 


418 South Market Street, Chicago 
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This directory of Warehousemen, Transfer Agents, Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor- 
respondence from our readers and can help you if you will lay your distribution or forwarding difficulties 
before them for solution. Practically branch service available without payroll or building investment. 













SHREVEPORT, LOUISIANA 


Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE WAREHOUSES ON RAILROAD TRACKS. 











LINCOLN, NEB. 


Best Distribution Point In the West 


Western Transfer and Storage Co. 










220 TO 226 STANTON ST. Merchandise in car lots distributed to all points. House- 
EL PASO, TEXAS. hold goods assembled and shipped in car lots at reduced 
FORWARDERS AND DISTRIBUTORS. rates. [or = — Fa eB ae oe = 
Ores wameenoee an Taek i a ig Space, 7 cars. 
e—the foundation of our success, 
The only FIREPROOF storage in El Paso. CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 






Cut Rate Package Car Service from Seaboard Territory. 








ST. JOSEPH TRANSFER CO. 






EDGAR’S SUGAR HOUSE, Inc. me 
620-5382: LAFAYETTD BLVD. —_ ExPaess” 
DETROIT, MICH. 8T. JOSEPH - : - MO. 
Bight greoroct westhoume ~ trecks of principal a MERCHANDISHD STORAGE WAREHOUSE. 
roads. 2 ae See Eee See ee ae CARLOAD AND L. C. L. DISTRIBUTION 
t. he ci ute ° . 
fron Lowest insurance rates in the city. Ld, <a a PROM SERVI GUA ' 











trucks for delivery. Write for further particulars 






CHICAGO— 








Buffalo Storage & Carting Co. Chicago Storage & Transfer Co. (Not Inc.) 
350 Seneca St., Buffalo, N. Y. 5851-61 WEST 65TH STREET 
Stor Transfer and Forwardin nee ain Se Geel. 8 ae 
r 8 e 
o age, are an Oo a 4 2 — the city at = on <4 prices 
oors for ren 
Warehouse on New York Central Tracks INSURANCE RATE SEVENTEEN CENTS. 

















The Wiley & Nicholls Co. | ROCHESTER, NEW YORK 
UNITED STATES BONDED WAREHOUSES AND General Storage. Pama Carload Distribution. 
GENERAL STORAGE-DISTRIBUTORS Excellent ee for Be gy Bi mcrae —. pa 
ance rate 12 cents. embers 0 merican arehouse- 
a by RN EK men’s- Association and American Chain of Warehouses. 
‘ Fe Write for particulars. 





est Insurance Rate in City. 
GALVESTON, TEXAS 










B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 








MILWAUKEE 


The Union Transfer Co. 








107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING WATERLOO, IOWA. 
AGENTS RESHIPPING AND DISTRIBUTING 
CARLOAD DISTRIBUTORS A SPECIALTY. 
The Best Equipped Transfer Company in the City 













= Louisville Public Warehouse Co., Inc. 
Jos. Stockton Transfer Co. LOUISVILLE, KY. 
O58 The Reckery Suliding Import and export freight contractors, transfer and 






reshipping agents, custom house brokers. Bonded and 
free warehouses. 





Teaming of Every Description—City Delivery Service 
and Carload Distributors. 






As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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‘Directory of Transfer Agents, Freight Forwarders, Warchousemen, Custom House Brokers, ete. (continued) 
EXPORT SPECIALISTS 


THROUGH RATES 
MARINE INSURANCE 


LEAVE IT ALL TO US war Risk 


COLLECTIONS 


JUDSON 


Home Offices: CHICAGO NEW YORK BOSTON 


CONSULAR ARRANGEMENTS 


PITTSBURG 


Completely Covering Shipments -by 
RAIL and OCEAN — 
to All Parts of the World. 


FREIGHT FORWARDING CQO. 


ST. LOUIS LOS ANGELES SAN FRANCISCO 


Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South Americs, Philippine Islands, ete 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 


Space. 
“Motor Truck delivery in Minneapolis and St. Paul 


LITTLE ROCK, ARK. 


Distributers of Pool Cars and General Warehousing. 
Parcel Post distributers of catalogs and merchandise. 
Fireproof building. Track connections with all roads. 


Terminal Warehouse Company, 109-111 Rector Avenue 


D. A.:MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
Pian 2120 Central Street 
RAN ERCHANDISB STORAGE FORWARD- 
ING DISTRIBUTION TY DELIVERI 
Direct Connections With All ~ An o§ Fireproof el 
Sprinkler System. 


Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 
TRANSFERRING AND RESHIPPING 
GENERAL STORAGE, FURNITURE STORAGE, 


TOLEDO, OHIO 


STORAGE—FORWARDERS— DISTRIBUTORS 


best distributing point for northwestern Ohio, 
We have direct track connection with each of the 
and five passenger steamship lines entering 
charges on car jot, eith either in or out. 
The Toledo Warehouse Co. 


Correspondence Solicited. 1308-19 La Grange 8t. 
Members American and Interstate Warehousemen’s Associations. 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


ETC 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT. PAPER CO. WAREHOUSE 

R. CLEMENTS, Manager 


Trackage, Cinta 18 cars a day. 


ST. JOSEPH WAREHOUSE AND COLD STORAGE CO. 
SOUTH ST. JOSEPH, MISSOURI 


Very low insurance : 


3 i The Terminal of all Every known storage Fire proof buildings 
pe F ~—srailroads entering 


/ A UNION St. Joseph 


facility 


Soa Sprinkler system 
Cold. warm, and See 
general storage Low Insurance 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Ratepeehed In 1868 
TRANSFER AND “STORAGE BUSINESS 

Special attention - to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parcel Post. Own and operate 
two class A warehouses on terminal tracks. 

No Switching Charges on Carload Shipments 


Omaha Fireproof Storage Co. — 


806-18 SOUTH 16TH $T., OMAHA, NEB. 


HIGHT AND ye Ry SPACE 
TRACKAGE area woke 10 CARS. GENERAL TEAMING 
UTO SERVICB. 


No cartage on rail 
shipments 


Savannah Bonded Warehouse & Transfer Ce. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 


ING—FORWARDING—PROMPT AND EFFICIENT 
SERVICE—EXCEPTIONAL TIDS— 
CUSTOM HOUSE BROKERS 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 


As a Friend of THE TRAFFIC WORLD please Mention the paper In writing to advertisers. 








You want your goods to reach 
the consumer in pertect condition. 


You want damage claims eliminated. 


You want ‘satisfied customers. 


OUR SHIPPING 
CONTAINERS 


are a means to obtain these results. 


We make containers and cartons 
for one hundred and forty-five com- 
modities. Your product is undoubt- 
edly among them. Benefit by our 
experience in making containers for 
similar lines, and write us today for 
information that will help you with 
your packing problems. 


HUMMEL & DOWNING CO. 


Box Factory and Paper Mill at 
MILWAUKEE, WISCONSIN. 





